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howe Erie Railroad is to be congratulated on the existence 
of a very satisfactory situation in rélations between its 
officers and its grievance committees—the committees which rep- 
resent employees who, when penalized for errors or mis- 
conduct, appeal for a reversal or mitigation of-their sentence. 
We are glad to print the letter of General Superintendent Stone, 
telling of this. But we must demur at his assumption or im- 
plication that all roads, or roads generally, are in the happy 
condition of the Erie, and that what we said about super- 
intendents, dealing out just discipline, being overruled by higher 
officers, who are willing to subvert discipline to a certain ex- 
tent, is based on an imaginary state of things. To a limited ex- 
tent the difference of viewpoint between the division super- 
intendent and his superiors means an irrepressible conflict. 
Bound to maintain his own reputation, he must resist every 
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proposal of the general: manager to mollify the committee by 
“giving them something”; and yet the general manager, con- 
sidering all the divisions of the road, .some having super- 
intendents far from perfect, and considering also, perhaps, im- 
portant elements. of diplomacy for which the division officer is 
not responsible, may feel justified in sacrificing this particular 
superintendent in a single case. The superintendent has no 
remedy, of course, unless he deems the case important enough 
to warrant him in resigning his job. Happily, as we believe, no 
general manager deems it necessary thus to temporize except 
in rare cases. But, whatever the course of the superior, the 
only permanent attitude that the division superintendent can 
consistently maintain is that of defending all of his acts and in- 
sisting on full recognition of their justice. That he is a just 
and wise and competent superintendent is assumed. The task 
of measuring up that standard is another matter, not here 
under discussion. 





ND it must be said that the Erie is different from many roads 
in one other thing: in having grievance committees that 
go away convinced in their minds and feeling pleasant in their 
hearts, which is the impression we get from Mr. Stone’s letter. 
We know that many committees the exact opposite of this still 
flourish. Moreover, a spirit of discontent and disappointment 
is natural in a griever whose grieving has failed. We do not 
blame him. In a controversy in court both parties pay lawyers 
large sums not only to grieve loudly, but to keep up the griev- 
ing attitude for some little time after they are defeated. And 
just so far as a committeeman possesses the spirit of his grand 
chief he persistently avoids agreeing with the railway super- 
intendent, for the reason that disagreements constitute one of 
the elements supporting his official life. They are his stock in 
trade. Even so, the committeeman who works for peace, quiet- 
ness and economy holds a very useful place in the world, and 
every intelligent well-wisher of railway employees should re- 
joice to see his tribe increase. We know of other fortunate 
roads besides the Erie. On one of them the superintendent 
and the committee this very year are in such complete accord 
that the committee has offered to submit to a slight temporary 
reduction in pay to meet a temporary embarrassment of the 
company. There is one other railway employees’ committee that 
has lately elicited our admiration; one which went through a 
serious and protracted negotiation with the manager concerning 
wages, yet never had a word of it printed in the newspapers. 
Thus, while the demagogic committeemen still flourishes, the 
candid and level headed are to be found also. Returning to 
our original subject, harmony between the superintendent and 
the general office is promoted if before taking final action in 
cases where the question of an employee’s discharge is a mat- 
ter of careful judgment, he reports the whole case to his su- 
perior, suspending the employee in the meantime. The super- 
intendent’s authority is not weakened; in most cases he acts 
summarily. But when the offence is not flagrant and the em- 
ployee’s whole record has a bearing on the question, not only 
is the higher officer better fitted to judge what is for the good 
of the service in such cases, being uninfluenced by personal con- 
tact with the employee, but he gets before him the facts before 
the grievance committee appeals to him. Also, it is desir- 
able that the superintendent be present when the general 
manager receives the committee. It has a wholesome effect on 
the latter. ; 
HE article on Farming Communities and Permanent: Rail- 
way Labor, published in another column, takes up several 
interesting points, and the arguments based on them are sound. 
The Italian is a natural born track laborer; he likes to work 
with earth. Our need for good section foremen is now even 
greater than our neéd for laborers, and the Italian makes a first 
rate section foreman when handling men of his own nation- 
ality. He retains enthusiasm for his work without the hope of 
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advancement to a higher position, and perhaps the most im- 
portant of his qualifications is his frugality, which, as pointed 
out by the author of the article referred to, enables him not 
only to live on the small wage our railways pay, but to save 
enough to invest in land or other property. It is worth while 
to encourage the supply of such labor, and the traffic to be de- 
rived from successful Italian farm communities is also worth 
working for. We have called attention several times during the 
last year to the figures of the last census, showing the drift of 
population toward the cities. We have pointed out that in this 
movement there is a gain in traffic revenue, caused partly 
through the increase in high class merchandise. But the Italian, 
in general, does not contribute to this when he lives in a big 
city. He neither produces nor consumes high class merchandise. 
At present we are losing more alien laborers than usual. In 
the three weeks ending September 13, 1911, only 36,000 third 
class or steerage passengers arrived in New York, as compared 
with 61,000 during the same period of 1910; while 29,000 left 
New York for Europe as compared with 24,000 last year. These 
figures are roughly typical of what has been happening since last 
winter. The cholera in Italy the past summer has had some 
effect on emigration from southern Italy to this country, but 
it has not apparently affected the numbers of Italians returning 
home. 





AS we recently showed there has been about 52 per cent. in- 
crease during five years in the number of stockholders 
in 12 large dividend paying railway companies. The principle 
of actual redistribution is not much affected if a stockholder 
in one railway buys into another, for the main idea of funda- 
mental confidence in the railways remains. Of more importance 
is to what extent the redistribution has come from large hold- 
ers. Probably there has been some liquidation of considerable 
holdings, though this liquidation has, it .is likely, affected specu- 
lative rather than investment ownership and has also affected 
much less the railways than the industrial group of stocks. 
Surely it is a desirable result where the speculative block of 
shares is divided into many smaller investment blocks; and 
even if the large investment block is similarly split up, is there, 
in general, anything worse to be inferred than an individual 
investor’s timidity—or, it may be prudence, if he has too many 
investment eggs in one basket. But it is important that, what- 
ever the number of railway stockholders who have sold, a larger 
number have bought; that this process has gone on during a 
period’ when railways were suffering; and that the result of 
the tendency has been a popularizing of the railway investment. 





THE TRANSCONTINENTAL RATE CASES. 

Bae Banquo’s ghost, the cases involving the rates of the 

railways to Spokane, Salt Lake City and other western 
intermountain points, will not down. The Interstate Commerce 
Commission has rendered numerous opinions in these proceed- 
ings. Its latest were made public about two months ago. Since 
then the lawyers and traffic men of the transcontinental lines 
have been in almost constant conference as to what to do about 
the commission’s orders. The more they have conferred the 
more probable it has grown that the railways will not adjust 
the rates as desired by the commission without a struggle in 
the courts. 

There are three possible ways of making logical rates to the 
Pacific coast terminals and to intermediate points, depending on 
the theory of the correct way to make rates in general, with 
which one starts as a premise. (1) One theory is that rates 
should be based solely on what the traffic will bear and 
move freely; in other words, that they should be based on the 
values of the services rendered to the shippers and commuters. 
The traffic manager, acting exclusively on this theory, might 
fix somewhat the same relations that prevail between the ex- 
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isting rates, although the rates to the Pacific coast terminals 
might in some cases be reduced more or less, because the water- 
borne traffic is increasing, which shows that in a good many 
cases the railway rates are higher than the traffic by rail will 
bear. 

(2) A second theory is that rates should be based entirely on 
the cost of the service. The cost of the service does not in- 
crease in proportion to distance, but it does increase with dis- 
tance, and, therefore, on this theory all rates should increase 
with distance. If the cost of service principle be correct, even 
to charge as ‘high a rate for a shorter as for a longer haul, is 
an unjust discrimination. The difference between charging a 
higher rate for a shorter haul than for a longer haul, and the 
same rate for a shorter as for a longer haul, is purely one of 
degree and not of kind. 

(3) A third theory as to the correct way to make rates, is 
that ordinarily they should increase as the cost of the service 
increases, but that they should be based on the value of the ser- 
vice as well as on the cost of the service, and that, therefore, 
when the value of the service rendered in making a long haul 
is as small as, or smaller than the value of the service rendered 
in making a short haul, the railway should be allowed to make 
a rate for the longer haul as low as, or lower than the rate for 
the shorter haul. On this theory the railways would be per- 
mitted to make rates to the coast which would enable them 
to share in the traffic with the steamship lines, so long as they 
covered the direct, or “out of pocket” expenses of transportation. 
On the same theory, they would be allowed to make rates from 
the coast terminals back to the interior points and from the 
east to the interior points which, taking into consideration both 
the cost of the service and the value of the service, and re- 
gardless of the rates to the coast, would be reasonable in them- 
selves. The rates as a whole, including both those to the coast 
and to the intermediate points, would yield sufficient revenue to 
cover total operating expenses and reasonable average net earn- 
ings. The rates to the coast would, no doubt, be less than the 
rates to the interior, but this would be justifiable on the ground 
that, owing to the presence of water competition at the coast, 
the value of the service of railway transportation there is less 
than it is to the interior, and that the roads have to charge 
the higher rates to the interior in order to cover their total 
expenses. There would undoubtedly be discrimination against 
the intermediate points, but it might be contended with great 
force that it was not undue discrimination. The interior 
points on this basis would have rates which were reasonable 
per se. Communities on the coast would have lower railway 
rates, but they would have them because of the dissimilarity in 
conditions created by the presence of water competition. If 
the railways did not make the lower rates to the coast the water 
lines would still make them, and the places on the coast would 
The only difference ir 
the conditions created by the course of the railways in making 
the lower rates to the coast is to enable them to divide with 
the steamship lines traffic which otherwise would move entirely 
by boat; and the interior points are not injured by the railways 
dividing this traffic with the boats. 

The railways of the United States long have been the objects 
of severe criticism on the ground that they have not fixed their 
rates according to any logical method. These criticisms when 
directed against the transcontinental rate stricture have been 
The strictures that members of the Inter- 
state Commerce Commission have passed on it, have not been 
the least drastic of all. The cases involving these rates have 
now been before the commission continuously since it was given 
its power to fix rates by the Hepburn act five years ago. Cer- 
tainly this has been long enough to give it every opportunity 
to study all the theories that have been advanced as to the 
correct way to make rates and to familiarize itself with the 
conditions to which the rates of the transcontinental railways 
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apply. It would seem, therefore, that by this time it should 
be able to indicate a logical method according to which to 
revise these rates and even to suggest the exact rates to be 
applied. But it has not succeeded in satisfying the railways and 
communities affected that its conclusions are either logical or 
just. Some consideration of the commission’s opinion may 
show why this is true. 

The commission’s opinion of June 22, 1911, in the Spokane 
case may be taken as typical of its latest opinions in all these 
cases. It is well known that the railways have, for some 
years, made practically all of their rates from the territory east 
of St. Paul and the Missouri river to the Pacific coast with a 
view to meeting water competition and that their rates to many 
intermediate points have been the sums of their rates to the 
Pacific coast terminals and the local rates back. The commis- 
sion in its decision holds that from St. Paul and the Missouri 
river the railways may make no higher rates to intermediate 
points than they make to the Pacific coast terminals, and that 
from other parts of the country they make rates to the inter- 
mediate points no more than the following percentages higher 
than their rates to the coast: Mississippi river, 7 per cent.; 
Chicago, 7 per cent.; Detroit, 15 per cent.; Pittsburgh, 15 per 
cent.; New York, 25 per cent. 

On what principle is it required that thees relations shall be 
established between these various rates? Obviously, not on the 
principle of what the traffic will bear. Nor are they based on the 
cost of the service. The proposed adjustment would, for ex- 
ample, allow the railways to charge a rate of $1 per 100 lbs. 
from both St. Paul and New York to Seattle, although the 
distance from St. Paul to Seattle is only 1,900 miles, while from 
New York it is 3,300 miles. Even the adjustment required 
from eastern points to intermediate points is not based on 
cost. Taking the mileage and the proposed rates from St. Paul 
to Spokane as 100 per cent., the mileage and rates from other 
eastern points to that city would compare as follows: 


To Spokane, rates from— 
Missouri Mississippi 


River. River. Chicago. Detroit. Pittsburgh. New York. 
100 p.c. 107 p.c. 107 p.c. 115 p.c. 115:p.c. 125 pic. 
Distance from Spokane— 
100 p.c. 115 p.c. 126 p.c. 146 p.c. 160 p.c. 193 p.c. 


It will be seen that the distances increase very much faster 
in proportion than the rates. No one would say that an increase 
of 15 per cent. in the rate was in proportion to an increase of 
60 per cent. in the length of haul, or that an increase of 25 per 
cent. in the rate was in proportion to an increase of 93 per cent. 
in the length of haul. The commission has not ordered that 
the*rates to the interior be based even approximately on the 
cost of service. 

A moment’s consideration is enough to show that neither 
has it ordered the rates to be made according to the third 
method that has been mentioned as logical. In its decision in 
the Spokane case on February 9, 1909, it recognized the control- 
ling force of water competition on the Pacific coast, conceded 
that therefore the roads must be allowed to make their rates 
there regardless of their rates to intermediate points, but held 
that their existing rates to intermediate points were excessive 
per se. and ordered certain reductions in them which it be- 
lieved would make them reasonable per se. That decision 
could not be attacked on any ground of law or economics, ex- 
cept on the ground that, as a matter of fact, the reductions in 
intermediate rates ordered were unreasonable. But in its opin- 
ion of June 22 while still conceding the controlling force of 
water competition, the commission holds, not merely that the 
roads must make reasonable rates to the intermediate points, 
but that they must make rates to the intermediate points which 
will always bear certain percentage relations to their rates to 
the coast. As we have seen, it did not base these relations on 
the ground of differences in cost; it did not base them on what 
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the “traffic will bear’; it did not base them on the principle 
that in.no case should a higher charge be allowed for a longer 
than for a shorter haul, because from all points east of the 
Missouri river it allows higher rates to be charged for the 
shorter hauls. 

Then, on what principle did it base them? We have sttidied 
its opinions carefully, almost prayerfully, and we have been 
unable to find out. The traffic managers of the railways have 
often been criticized for—as has been alleged—making rates 
merely according to their “guesses” as to what would be right. 
The commission has indulged in a good deal of such criticism. 
There is a lot of impassioned utterance on the subject, for ex- 
ample, in Commissioner Lane’s opinions in the rate advance 
cases and in these Pacific coast rate cases. Commissioner 
Prouty, in his latest opinion in the Spokane case, expressly de- 
clares that the commission cannot make rates in the way some- 
times attributed to railway men. “The commission,” he says, 
“cannot act arbitrarily,” in determining when and to what ex- 
tent railways may charge lower rates for longer hauls; Congress 
“did not intend to leave this to the mere wkim of the commis- 
sion.” But when the commission came tc fix the relations: 
between the rates it apparently forgot all about Mr. Lane’s 
views regarding cost of service (see his opinion in the western 
rate advance cases), and all about the illegality of the com- 
mission making rates “arbitrarily,” or according to “a mere 
whim,” and suggested an adjustment of rates which would be 
wholly artificial and arbitrary—which would perfectly answer 
to the description that the commission itself gave of the adjust- 
ment to Spokane, which the roads once suggested—“founded' 
upon facts which do not exist.” 

If evidence be wanted that the proposed adjustment of rates 
is founded on a “mere whim,” let us compare it with the ad- 
justments which the commission suggested in its other two 
opinions in the Spokane case. In its three opinions the com- 
mission has suggested the establishment of the following per- 
centage relationships between the rates to Spokane from the 
East. 

To Spokazne from— 


Missouri Mississippi Pitts- New 
River. River. Cnicago. Detroit. burgh. York. 

Feb. 9, 1909... 100 p.c. 116% p.c. 116% p.c. No rates ordered, 
June 7, 1910... 100p.c. 110 p.¢ 113 p.c. 118 p.c. 125 p.c. 135 p.c. 
June 22, 1911.. 100p.c. 107 p.c 107 p.c. 425:p.c. 115 pic. 125:p.e. 


It may be said that the changes of opinion have been due to 
changes in conditions or in the law, or to the acquirement of 
additional information. But while the change in the law made 
by the Mann-Elkins act gave it more power to enforce the long- 
and-short haul section, that was no reason why it should hold 
on June 7, 1910, before the law was amended, that a reasonable 
rate from Chicago to Spokane would be 13 per cent. more than 
the existing rate from St. Paul, and then, on June 22, 1911, 
after the law was amended, that a reasonable rate from Chicago 
would be only 7 per cent. more than the rate from St. Paul. 
The commission had obtained some new information regarding 
the loss to the roads the proposed changes in rates would cause, 
but that was no cause for changing its proposed adjustment, 
because Commissioner Prouty said in his latest opinion, that 
of June 22, 1911: “We find nothing in these figures” (the 
figures made up by the railway since the previous opinion to 
show what reductions the proposed changes in rates would 
make in their earnings) “which would incline us to change our 
opinion as to the reasonableness of the suggested rates . , 
The loss is substantially what the figures which were before 
the commission when it rendered its decision had indicated.” 
There had been a change in water competition to the coast, 
as the opinion of June 22 shows; but the change had been an 
increase in the amount of that competition, which, if it had 
exerted any influence on the commission, would have tended 
to cause it to leave to the railways more freedom of action in 
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dealing with water competition, not less. The changes in the 
commission’s views as to the proper relations to be fixed between 
these rates confirms the impression that they are not based on 
any logical ground, and indicate that if its last opinion had 
been rendered the day before or the day after it was, or if on 
the day of rendering it the commission had eaten ham and eggs 
for breakfast instead of, possibly sausage and cakes, the adjust- 
ment required might have been quite different! 

It may be said that the commission had to fix the rates to 
intermediate points so that they would vary with the rates to 
the coast in order to conform to the will of Congress as ex- 
pressed in the provision that “the commission may from time 
to time prescribe the extent to which such designated common 
carrier may be relieved from the operation of this section.” 
This provision, however, was in the law before it was amended 
by the’ Mann-Elkins act, and such an interpretation of it is 
the discovery of an entirely new meaning and potentiality. The 
commission concedes that the fourth section as it stands would 
be unconstitutional, but for the fact that a rule for guidance 
in administering it were prescribed in those other sections of 
the law which provide that rates must be reasonable and not 
discriminatory, and which authorize the commission when it 
finds rates unreasonable or unfairly discriminatory to fix 
reasonable maximum rates. The fourth section provides “that 
upon application to the Interstate Commerce Commission such 
common carrier may in special cases after investigation be au- 
thorized by the commission to charge less for longer than for 
shorter distances for the transportation of passengers or prop- 
erty.” And immediately after this comes the phrase in which 
the commission is authorized to prescribe the extent to which 
such common carrier may be relieved from the 
operation of the section. Taking ali these provisions together, 
it would seem that the full duty of the commission in these 
cases would be performed if first it fixed maximum. reasonable 
rates to the intermediate points, and, second, determined to what 
extent the carriers might make lower rates for the longer hauls 
to the coast, its determination of how much lower these rates 
might be being based on the “out of pocket” expenses incurred by 
the railways in handling their business to the coast. When it had 
determined what would be reasonable rates to the intermediate 
points and how much lower the railways might make their rates 
to the coast, it would have carried out the letter and the spirit 
of the law. 

The commission in its last opinion gives facts to show that 
water competition to the coast is increasing. It has repeatedly 
mentioned the fact that the Panama canal is under construction 
and that after it is finished the steamship lines will be able to 
make even lower rates than they do now. If the railways are to 
continue to hold their own against the boat lines they probably 
must in time further reduce their rates to the coast. So long 
as these reductions do not make the rates less than the “out 
of pocket” expenses of the service, it would be proper both 
legally and economically to make them. But, under the com- 
mission’s order, if water competition should in future compel 
further reductions in rates to the coast, the railways would 
also have to make further reductions in their rates to inter- 
mediate points. In other words, the commission is trying to 
force the roads to choose whether, in case water competition. to 
the coast does increase, they will refrain from meeting it, or 
will reduce both their coast rates and the intermediate rates 
prescribed by the commission, thereby making these inter- 
mediate rates less than the commission itself has held to be 
reasonable. The law requires the commission’s orders to be 
reasonable. Is it reasonable to require the roads either (1) to 


designated 


forego business to the coast which might yield some profit, or 
(2) to make rates to intermediate points which, according to the 
commission’s own decisions, would be unreasonably low? 
The commission having specifically indicated certain rates to 
certain points which it regards as reasonable, the roads might 
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take these rates as a basis and fix rates to all other points, in- 
cluding those on the coast, which would be relatively the same 
in proportion to distance, as these rates which the commission 
has held to be reasonable. This, of course, would involve whole- 
sale advances in their coast rates. It is rather hard to see on 
what rational ground they could be criticised if they adopted 
this policy. They would thereby eliminate the discrimination 
of which there is so much complaint; and they would make no 
rates which under the commission’s rulings, would be unreason- 
able. The effect, however, would be to entirely change the 
relative advantages and disadvantages of different communi- 
ties. The shippers on the Atlantic seaboard, who have water 
transportation, would be given a great advantage over those 
at Chicago, St. Louis and other points in the middle west in 
competing for business on the Pacific coast. It is probable, 
therefore, such a change would call down bitter denunciation 
on the heads of the railway managers. They would be charged 
with making the new rates in retaliation against the commission. 
But unless the roads shall be able to get the courts to restrain 
the commission from enforcing its order they will have to 
choose whether they will so adjust their rates that every reduc- 
tion in rates caused by water competition will compel a pro- 
portionate reduction in rates to intermediate points, or so ad- 
just them as not to fully meet water competition, or perhaps 
not to meet it at all. If they have to make this choice it would 
seem that to advance their rates to the Pacific coast, even though 
the certain effect would be to cause loss of a large amount of 
traffic, would be the wiser course. 





CENTRAL OF GEORGIA. 

HE Central of Georgia is characteristic of southeastern 
roads. It has a great number of branch lines tapping agri- 
cultural districts and connecting industrial centers. It is de- 
pendent to a large extent on products of agriculture for its 
most profitable traffic, and it has had and still has a large pro- 
portionate mileage that was built cheaply to serve a territory 
producing only light traffic. With a fairly large capitalization 
per mile compared with its earning power per mile, the efforts of 
the management have been directed to rebuilding or strengthen- 
ing the property in large part from earnings, and this policy 
has been made more than usually difficult in the case of the 
Central of Georgia, because the company has outstanding a 
total of $15,000,000 5 per cent. income bonds. The holders of 
these bonds have claimed that they were entitled to the pay- 
ment of their interest before any profits were put back into the 
property. They have brought suits to enforce their claims and 
during the past year the courts have rendered a judgment par- 

tially granting their claim. 

The Central of Georgia is now a Harriman line. It is the 
Atlantic coast outlet for the Illinois Central, connecting with the 
I. C. at Birmingham, Ala. It will be interesting to note what 
forms the Harriman policies take in upbuilding a southeastern 
road where the character of the traffic, and more especially the 
character of the people, is so different from that to be found 
in the Northwest or Southwest. The Illinois Central, of course, 
gets into the Southeast, but the road itself is not typical of 
southeastern roads. When the Harriman interests gained con- 
trol it was in a strategic position and in a physical condition 
that made it quite unlike other roads operating in the South- 
east. Possibly it is too early yet to surmise as to what the gen- 
eral policy of those in control of the Central of Georgia will 
be, but there seems to be one thing that may be safely assumed: 
the controlling interests intend to let the road be improved and 
brought up to Harriman standards by its own officers rather 
than by the importation of Illinois Central or Union Pacific 
officers. During the past year, Major Hanson died and C. H. 
Markham, president of the Illinois Central, was elected also 
president of the Central of Georgia; but there was no other 
change in general officers, except certain changes in the traffic 
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department and so far as operation is concerned the road is 
managed directly from its general offices at Savannah, Ga. More- 
over, of its 15 directors, four are of Savannah, two of Atlanta, 
and one each of Chattanooga, Macon, Birmingham and Mont- 
gomery. 

The advantages enjoyed by the Central of Georgia through 
its control by the Illinois Central may be understood by a study 
of the accompanying map. The Central of Georgia benefits by 
being made almost the sole means for the distribution through- 
out the South of traffic moving over the Illinois Ceneral from 
the Northwest and North. There is, for instance, a consider- 
able movement of grain from points on the Illinois Central, 
which grain is delivered to the Central of Georgia at Birming- 
ham. Such distributing centers as Chattanooga, Atlanta and 
Montgomery receive merchandise both from the Middle West, 
especially from Chicago and St. Louis, and from New York. 
There is a large merchandise business which the Illinois Central 
is able to turn over to the Central of Georgia, which traffic, 
were there no financial relations between the two roads, would 
be divided probably among the Nashville, Chattanooga & St. 
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manufactures. The total tonnage of freight carried was 5,165,488 
tons, as compared with 4,973,801 tons in the previous year. The 
principal increases in tonnage carried were in manufactures and 
products of mines, while in 1911, 785,661 tons of products of for- 
ests were carried, as against 885,787 tons in 1910. The Central 
of Georgia last year hauled 192,460 tons of cotton and 255,004 
tons of cotton seed and cotton seed meal, as against 181,629 
tons of cotton and 258,484 tons of cotton seed and cotton seed 
meal in 1910. Presumably the melon crop was good last year. 
The Central of Georgia hauled in 1911, 46,197 tons of this 
product alone. 

The average revenue per ton per mile is high, as might be 
expected from the character of the traffic carried and the com- 
paratively short average haul of 147 miles. Last year the average 
ton mile rate was 1.096 cents, and in 1910, 1.069 cents. The aver- 
age trainload, when compared with a road handling a large pro- 
portion of low grade traffic, is light; but considering the topo- 
graphy of the road and the character of the traffic it is quite 
respectable and has shown a marked improvement during the 
In 1907, when the company carried the greatest 
ton mileage in its ‘history, the aver- 


past few years. 
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age trainload of revenue freight was 
212 tons. In 1911 the average train- 
load was 264 tons, an increase of 52 
tons over 1907 and of 9 tons over 
\ 1910. While the tonnage of revenue 
freight carried was_ greater by 
about 4 per cent. in 1911 than in 
1910, revenue freight train mile was 
actually less, the total being 2,648,- 
848 last year, as against 2,655,467 
the year before. On the other hand, 
helping and light freight mileage 
amounted to 185,499, an increase of 
nearly 20 per cent. over 1910. 


CAROL I 


In the fiscal year ended June 30, 
1911, the company earned $12,900,000 
gross from operation. This is an 
increase of $855,000 over 1910; the 
greater proportion of this increase 
coming from passenger business. 
Total operating expenses amounted 
to $9,020,000, an increase of $550,000; 
so that, after the payment of some- 
what ‘higher taxes in 1911 than in 











The Central of Georgia. 


Louis, the Louisville & Nashville and the Central of Georgia. The 
Centrat of Georgia controls the Ocean Steamship Company, 
which makes regular sailings “from New York and Boston to 
Savannah, and while the Illinois Central turns over merchandise 
to the Central of Georgia which is moved. down from Chicago, 
the Central of Georgia turns over to the Illinois Central traffic 
which has been brought by. water down to Savannah: Probably 
the Central of Georgia benefits by getting traffic which shippers 
desire to route by the Illinois Central, and it also probably 
gets a longer haul on such traffic and a better division of the 
rates than if it handled the business in connection with some 
road with which it had nothing but traffic relations. Cotton ex- 
ported from points on the Central of Georgia might go east- 
ward to the Atlantic ports, or westward out to the gulf ports, 
and with the Illinois Central as a connection to New Orleans, 
the Georgia road now gets some traffic moving to gulf ports 
which without this connection would go all the way by other 
lines. . 

The traffic of the Central of Georgia in 1911 was divided as 
follows: 20.38 per cent. was products of agriculture, 1.42 per cent. 
was products of animals, 23.77 per cent. was products of mines, 
15.21 per cent. was products of forests, and 39.22 per cent. was 


1910, operating incOme amounted to 
$3,400,000. After the payment of in- 
terest on its fixed charges, rents, etc., there’ was a balance of 
$575,000 in 1911, as against a little over $1,000 in 1910. On the 
other hand, about $170,000 less was spent (or reserved for re- 
newals and betterments. . In 1911, .$1,147,000 was spent on this 
account and charged to income. . The company has reserved 


‘$608,000 for interest payable October 1 ‘on its income bonds; so 


that tlre income: account’ shows a slight deficit forthe year 1911. 

The company’s balance sheet shows a decrease of $328,574 in 
cash on hand at the end of 1911 as compared with the end of 
1910, there being on June 30, 1911, $1,616,925 cash in the treas- 
ury; but loans and bills payable were reduced during the year 
by $648,638, leaving but $351,362 loans payable at the end of 1911. 
The company has in addition $650,000 short term notes, dated 
March 1, 1907, falling due March 1, 1912; but outside of these 
notes, certain equipment obligations that mature in semi-annual 
or annual installments, and two small issues of bonds, each of 
which calls for semi-annual payments toward principal of $15,000, 
there are no bonds falling due before 1926, and for the retirement 
of this issue there are first mortgage bonds of the Middle Georgia 
& Atlanta division deposited with the Guaranty Trust Company, 
New York. 

Some of the betterment and construction work that has been 
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done during the past year, or is now in progress, is mentioned in 
our railway construction columns. 

The Central of Georgia main line from Macon to Savannah 
is fully up to the standard of other heavy traffic main lines in 
that territory. It is laid with 80-lb. rail, has maximum grades 
of .58 per cent. against eastbound traffic and .55 per cent. against 
westbound traffic, is in good part straight line, and there are few, 
if any, curves more than 2 deg. The ballast is slag, cinders 
or stone. 

The line which runs from Birmingham to Fort Valley, over 
which interchange freight with the Illinois Central is hauled, 
is laid largely with 80-lb. rail, has grades as high as 1.32 per 
cent. against eastbound traffic and 1.22 per cent. against west- 
bound, and has some 8 deg. curves. The line from Macon to 


Montgomery has a maximum grade of 53 ft. to the mile against 
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eastbound traffic and 50 ft. to the mile against westbound. The 
line to Chattanooga has maximum grades of 74 ft. to the mile 
against eastbound traffic and 72 ft. to the mile against west- 
bound, with 6 deg. curves. 

The fuller and more comprehensive statements that are given 
in the 1911 annual report probably reflect both a tendency of 
the railways in general, and the policy of the Harriman lines, 
which has been one of frankness and comprehensiveness in its 
annual statements to stockholders. It is interesting to note 
that the company has availed itself of the permission granted by 
the Interstate Commerce Commission to make a charge for 


depreciation of certain parts of its ways and structures. In 
1911 there was $102,545 charged for depreciation of rails, $12,964 
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for depreciation of other track material, and $18,460 for deprecia- 
tion of roadway and track, in addition to the actual amounts that 
were spent in repairs or renewals. If depreciation is to be fig- 
ured and charged on equipment, it is certainly logical that it 
should be charged on roadway and track, where the problems 
of estimating the rate of depreciation are less complicated than 
in the case of a loccmotive or passenger car. 

In closing his remarks on the cperation of the property for the 
year, President Markham says: “The board takes pleasure in 
acknowledging the fidelity, efficiency and splendid team work dis- 
played by the officers and emplcyces in the discharge of their 
duties during the past year.” 

Such an ackncwledgment has a ring of human sincerity about 
it that is pleasing when contrasted with the rather formal thanks 
that usually form the close of a railway president’s remarks. 
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The following table shows the results of operation in 1911 as 
compared with 1910: 


1911. 1910. 
Average mileage operated ............ 1,915 1,916 
ee ee $8,308,919 $7,961,474 
PRSBONWES TOVEDUE 6.05 so500 e000 3,484,389 3,025,847 
Total operating revenue ............. 12,907,788 12,052,756 
Mairtenarce of way and structures 1,745,023 1,882,225 
Mairtenance of equipment........ 2,182,967 2,036,096 
RID ss shanna o's AG 6005 een ie sisi 397,613 377,013 
MIENERNG Gos cous sae soc nee 4,199,247 3,684,769 
Total operating expenses............. 9,020,093 8,474,910 
PEO DC Wak ba keh Saas oS «ob bo oe ee 560,125 540,619 
Operating income ....... cons «550 BpeOeLeED 3,106,998 
Gross operating income.............. 4,174,300 3,837,180 
Net corporate income. ......000s000%. 1,722,740 1,319,339 
Expended or reserved for renewals and 
RNPNIEG 6 xo on 5S oak as Ch eGR > 1,147,307 1,318,123 
TL a Sy eee eters sens 575,433 1,216 
Reserved for irterest on income bonds 608,320 mys RAR 
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WHEELING & LAKE ERIE. 
i tee statement made by the receiver of the Wheeling & 
Lake Erie for the fiscal year ended June 30, 1911, is the most 
graphic description of the rehabilitation of a railway property 
that has ever come to our notice. If the management of every 
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road in the country were to make such a frank, full statement 
of what had been done each year and what was the condition 
of the property at the end of the year, railway investors would 
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have little, if any, excuse to offer if they put their money into 
a property which was being allowed to run down or was fail- 
ing to keep abreast of its competitors. A receiver of a rail- 
way, as a court officer, probably has a great deal of personal 
initiative as to what he shall give out to the general public in 
regard to the physical condition, operation and rehabilitation 
of the property under his charge, and for this reason all the 
more credit is due to Mr. Worthington, not only for what he 
has done toward bringing up to modern standards a property 
that was unquestionably in bad shape when he was appointed 
receiver, but also for the frankness with which he sets forth 
what still remains to be done. 

The accompanying profile of the two main lines of the Wheel- 
ing & Lake Erie, which is reproduced from a drawing accom- 
panying the annual report of the receiver, merits a careful 
study and describes better than a number of pages of text 
could do what has been accomplished toward putting the prop- 
erty in shape so as to operate more economically. Since June 
30, 1907, $2,988,000 has been spent for equipment in addition to 
renewals and maintenance, of which $821,000 has been spent 
from income; and $2,386,000 for additions and betterments to 
roadway, of which $746,000 has been spent from income. The 
remaining expenditures for road were made from proceeds of 
receiver’s certificates, and for equipment from receiver’s certifi- 
cates and equipment notes. The receiver’s profit and loss 
account shows a net credit of $1,370,000 at the end of 1911 
and the balance sheet shows $818,000 cash, which is included 
in $2,317,000 total working assets, with total working liabilities 
of $768,000. In 1911 Mr. Worthington estimates that $706,000 
was spent for improvement of the property, which amount he 
divides: 34.7 per cent. as expenditures to promote economy in 
operation, 4.9 per cent. to promote earnings, 4.9 per cent. for 
car and locomotive shops and shop rehabilitation, and 55.5 per 
cent. as essential to safety and general rehabilitation of the 
property. As an example of what expenditures are classed under 
each of these subdivisions: grade revision work, costing 
$161,000, is classed as an expenditure: to promote economy in 
operation; 14 new industrial sidings are classed under work to 
pfomote earnings; new machinery, ventilating fan, etc., for loco- 
motive shops at Brewster, as work for car and locomotive 
shops and shop rehabilitation, and expenditure for draft gear 
on cars as an expenditure essential to safety and general re- 
habilitation of the property. Of this total $706,000, Mr. Worth- 
ington says that $148,116 had to be charged to maintenance of 
way and structures under the Interstate Commerce Commission’s 
classification. While acknowledging, of course, that Mr. Worth- 
ington’s intimate knowledge of the property of the Wheeling & 
Lake Erie makes him by far the best judge of what really is an 
expenditure on that property for betterment as distinguished 
from maintenance, we are inclined to believe that any expen- 
diture properly coming under the Interstate Commerce Commis- 
sion’s classification of maintenance of way and structure ex- 
penses should be charged to expenses and not to income ac- 
count, and that if extraordinary amounts have to be spent now 
for rail renewals it is. because in the past the management of 
the property did not spend on this account the amounts that 
were necessary to keep the road in repair. 

It is impossible in the limited space of these comments to 
mention more than a few of the improvements that have been 
made to the property during the year. Seventy-two miles of 
main track was ballasted with gravel; three new water sta- 
tions were built, at Huron Junction, Harmon and Dewey re- 
spectively, the one at Harmon having a capacity of 100,000 gal., 
and the reservoir at Dewey a capacity of 4,000,000 gal.; two 
steel bridges, aggregating 543 ft., were rebuilt with heavier 
steel, all new steel work being designed for Cooper’s E 60 load- 
ing. Contracts have been let for a bridge over the Sandusky 
river at Freemont, 387 ft. long; over the Huron river at 
Monroeville, 205 ft. long; over the Huron river at Norwalk, 
240 ft. long, and over the Vermillion river at Clarksfield, 165 
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ft. long. Mr. Worthington says, in regard to future rehabili- 
tation, that “it was anticipated that the company’s affairs would 
be reorganized before certain other expenditures became neces- 
sary. The time has arrived now when these additional require- 
ments will have to be provided for and as much of the work 
should be done gradually in order not to seriously interfere 
with traffic it should be started with as little delay as possible. 
. . . .’ Summarizing this work, it is estimated that 114 
miles of track should be relaid with new rail, 90-lb. rail taking 
the place of old, worn, lighter rail, and 79 miles of track should 
be relaid with second-hand 80-lb. rail. The total expenditure 
necessary is estimated at $1,175,000. In addition, it is estimated 
that $616,000 should be spent for reinforcing or replacing bridges, 
of which the two most expensive pieces of work will be the re- 
placing of E 35 truss bridges with E 60 type between Brewster, 
Terminal Junction and Mingo, and replacement of. principal 
wooden trestles with steel bridges and masonry between Toledo, 
Brewster and Terminal Junction. These two pieces of work, it 
is estimated, will cost $224,500 and $164,840, respectively. This 
work, the receiver thinks, should be done as soon as the money 
is available, in order to insure safety of operation with the 
present and prospective rolling stock. During the past year 40 
miles of track was laid with heavier rail, and of this 40 miles, 
16.5 miles of track, between Pittsburgh Junction and Pine Valley, 
was laid with 90-lb. ferro titanium rail. 

The improvements and work which we have mentioned give 
some outline of what has been done, or needs to be done, on 
roadway and track. The receiver’s report contains also tables 
showing the characteristics and age of locomotive and revenue 
freight car equipment, in detail. Such detailed information in 
an annual report is unusual, and its careful statement is cer- 
tainly to be commended. Of the 35 switching engines, 15 are 18 
years old or over; of the 139 road engines, 50 are 18 years old 
or over. The total car capacity as of June 30, 1911, is 5 per 
cent. less than on June 30, 1906. The total number of revenue 
freight cars has been reduced from 11,807 to 11,200 during the 
past year, and there is still in service a large proportion of 
freight cars that are of light construction and small capacity 
which should be replaced by heavier and more modern cars. 

The Wheeling & Lake Erie is a small road, having a main line 
running from a point south of Pittsburgh to Toledo, and 
a line running from Zanesville through Canton to Cleveland. 
While the total length of main line operated in 1911 was only 
517 miles, the road has an importance out of proportion to its 
mileage. In 1911 the road carried 1,060,000,000 tons of revenue 
freight and had a density, including company freight, of 2,460,000 
ton miles per mile of road. Of the total tonnage of freight 
carried, 70.63 per cent. was products of mines and 18.45 per cent. 
manufactures. The average ton mile rate is at the very low 
figure of 4.78 mills. With as low a ton mile rate as this, it is 
easy to understand how. essential it is that grades should be 
reduced to the standard set by the receiver, that is, 0.4 per cent. 
against westbound traffic and 05 per cent. against eastbound 
traffic. The effect of the grade reduction work that has been 
done is reflected in the figures for the train load. The average 
train load of revenue freight was 640 tons in 1911, an increase 
of 30 tons over the average for 1910; and the 1910 figure was 
greater by 21 tons than the 1909 figure. 

The following table shows the principal figures for the opera- 


tion of the -road in 1911, compared with 1910: 
1911. 
517 
$2,717,782 
3,037,334 
607,836 
6,800,707 
747,538 
1,328,110 
96,136 
2,406,282 
4,744,267 
248,007 
1,808,433 
1,777,116 
647,961 


1910. 
522 


Average mileage operated 
Coal freight revenue 
Other freight revenue 
Passenger revenue 
Total operating revenue 
Maintenance of way and structures 
Maintenance of equipment........ 
Traffic 
Trarisportation 
Total operating expenses............. 
Taxes 


$2,841,679 
3,086,890 
565,945 
6,950,437 
766,714 
1,389,685 
85,648 
-366,947 
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Letters to the Laditor. 


DISCIPLINE ON THE ERIE. 





To THE EpIToR OF THE RaiLway AGE GAZETTE: 

I have read with much interest your editorial on “Discipline 
of Enginemen,” August 18. The article is properly intended to 
inspire courage in the administration of rigid discipline, and 
where such courage is lacking it should have that effect. It cer- 
tainly takes “courage” to discharge a first-class passenger en- 
gineer of many years service and against whom there is no 
mark of discredit upon the records, because he has been caught 
over-running’ for a few feet a stop signal when the way in ad- 
vance is plainly seen to be clear, and when all indications point 
to. anxiety to make time as being the motive for taking the 
chance of the signal clearing before being reached. It is even 
difficult to give such a man a suspension of thirty days for his 
first offense. It is easier (and perhaps more profitable in the 
end) to discipline an engineer for such an offense by a heart- 
to-heart talk, assuming the proportions of a lecture and repri- 
mand, together with a debit entry against his service record, to 
clinch the argument. The second offense involves no such 
embarrassment in meting out more severe discipline. 

However, the particular point which I wish to speak of is the 
questicn which ‘you propose to ask superintendents: 


“Do you ever reinstate a discharged engineman because you lack the 
grit to convince the general superintendent that you are right? 


The inference I gather from this question, as well as other 
similar expressions which are found from time to time in your 
editorial columns, is that superintendents are being influenced 
by their general superintendent to reinstate men who have been 
dismissed for sufficient cause and whose services the company 
would better be without. It is my opinion that your suspicion 
is unfounded. In my experience I have never known of an 
instance where a superior officer urged a superintendent to 
reinstate a train employee who had been discharged for suffi- 
cient cause. As a matter of fact, the situation is quite the re- 
verse, and many times it becomes necessary to disagree with 
the superintendents as to the propriety of reinstatement. The 
general officers of this road have no fears of the demands its 
grievance committees make for reinstatement of employees dis- 
missed for proper cause and, personally, I have never met with 
a “demand” for such a reinstatement. Many appeals for leniency 
are made but there is never any undue pressure brought to 
bear, and refusal to accede to the request is taken graciously. 
My observation leads me to believe that the rank and file in 
train service prefer to work under officers who are strict disci- 
plinarians, and will take no serious exception to disciplinary 
action so long as it is fair and impartial. 


A. J. STONE, 
General Superintendent, Erie Railroad. 





The Russian minister of ways and communications on August 
24 reached the station of Surazhevka, where the Amur Rail- 
way crosses the Seia river. With the governor-general of the 
province of Priamur, he inspected the western and central por- 
tion of the lines, traveling on horseback. In the course of their 
journey they carefully noted the condition of the work, which 
was found to be proceeding very satisfactorily. There are 40,000 
freemen at work on the line, and 9,500 convicts. In the course 
of this year, rails will be laid over several hundred miles on 
the trunk line and branches. By the end of next year there will be 
a continuous railway line from Surazhevka on the Seia river, to 
the junction of the Amur and Transbaikal railways. Many vil- 
lages have already been formed along the line; in some cases 
with populations of 2,000 inhabitants. The men are earning 
good wages, and it is stated that each workman on returning 
home in the autumn will take with him from $60 to $90 of 
savings. 
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MOUNTAIN TYPE LOCOMOTIVES FOR HEAVY PASSEN- 
GER SERVICE. 

There have recently been built two locomotives whose design 
marks a step in locomotive development. They were made by 
the American Locomotive Company, New York, and are used in 
regular passenger service on the Chesapeake & Ohio over the 
mountain district of the Clifton Forge division, 96 miles in 
length. This is on the route to the White Sulphur and Virginia 
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weights and dimensions increased to meet the heavy conditions. 
They are equipped with the Schmidt type A superheater,: which 
gives a_superheating surface of 845 sq: ft. The firebox is 
provided with a combustion chamber 42 in. deep, and contains 
a Security Sectional brick arch. 

They are fired by a Street stoker and are provided with a 
power operated grate shaking system furnished. by the Franklin 
Railway Supply Company, New York. With this the 
fireman can easily shake the grates by simply moving: the operat- 
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Elevation of Mountain Locomotive. 
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Mountain Type Passenger Locomotive. 


Hot Springs, over which there is heavy passenger traffic. These 
locomotives, hauling a 10 to 12-car train, replace 108-ton Pacific 
type locomotives which are able to handle only six-car trains. 
On account of their size and service they have been appropriately 
named the “Mountain” type. 



























ing handle, which performs the functions of a three-way valve, 
backward and forward. The system is also arranged so that 
the power may be cut out and hand levers used. Its operation 
may be understood by referring to the accompanying drawing. 
The levers are all operated through shaft B, which is driven 















Their construction is of the latest approved practice and the from the air cylinders by levers C, these having a square fit on 
general detail is similar to the usual passenger design, with the the shaft. At either end, levers D, also having a square fit on 
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the shaft, drive the grate levers through the caps E. These caps mechanism may be handled, it has become very popular. The 
may be set over either way, thus cutting out the front or back gear is operated through a screw with a left-hand triple thread 
grate shaking lever as is desired. Thus by shifting these caps of 1% in. pitch, and the mechanism is held in place by the latch A. 
any portion of the grate may be shaken. When it is desired to The length of cut-off is shown cn the scale B. 
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Sections of Mountain Locomotive. 
shake the grates by hand, the pins F are removed and the exten- These engines were built with the understanding that they 
sion handle placed on lever A; by operating the caps E as before, would develop sufficient power to maintain a speed of 25 m. p. h. 
any portion of the grate may be shaken. on a 75-ft. grade with a 600-ton train, and that they have ac- 


The ash pan is provided with six hoppers, as shown herewith. complished these results is already shown by their performance. 
These too are opened and closed by power. Another interesting On July 16, engine No. 316, which is shown herewith, took a 
























































Grate Shaking Device. 





feature in these locomotives is the screw reverse gear, which was__ train weighing 600 tons eastward from Hinton, W. Va., to Clifton 
looked upon with a good deal of apprehension by the enginemen Forge, Va., 80 miles, in two hours and 17 minutes, or at an 
when these locomotives were put into service; but having become average speed of 35 m. p. h. On leaving Hinton it was 13 minutes 
familiar with them, and realizing the ease with which the reverse late, and was 16 minutes late at Alderson, W. Va., but arrived at 
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Six-Hopper Ash Pan for Mountain Type Locomotive. 
Heavy dotted line represents the middle ash-pan. 
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Clifton Forge on time, the schedule time being two hours and 
35 minutes. On this run the ruling grade is 16 miles long, ascend- 
ing 30 ft. to the mile, and the engineman frequently had to apply 
the brakes on entering up-hill curves. On another occasion this 
Same engine ran 2.4 miles over a level stretch in two minutes 
flat, making a speed of 72 m. p. h. The best performance, how- 
ever, from the standpoint of sustained horse power was made in 
taking a train of 4,200 tons over a sustained grade of 15 ft. to the 
mile at an average speed of 23% m. p. h. It was estimated that 
the engine developed 2,480 h. p. 

The total weight of these engines exceeds that of any other 
locomotive of rigid frame construction; the weight on driving 
wheels being 239,000 Ibs., or about 60,000 lbs. per axle. The 
cylinders, 29 in. x 28 in., are the largest ever applied to a simple 
expansion locomotive. The following is a table of the important 
ratios and dimensions of these engines: 


General Data. 


I ara cig a ea ee Late gS cha ag a kd 4-8-2 
RONEN itn oh 9) sist sieso 55 cl fers OG eee nee RSs oe eee es Passenger 
Saba civic STEN oi alee G1 5 604 Who Cire Kia aaa AAO IRS aw he Bit. coal 
MIS MIEN asx gw w 0's w-8ioe e ¥ 6 5 oe 0b oO E AsIeiw eg oro ees 58,000 Ibs. 
WRIERE 18h WOLKIAE OLGET 6 6665.5 o's cc cic cne 0v cess 6 330,000 Ibs. 
WOTROE GO GUIV OIG oc 6 6. 6:08:65: 96: d:04e wierd dsl o-o'e 0 w2SSOOO” IDS, 
Weight of engine and tender in working order... ..503,400 Ibs. 
WEE DERG. CLINE occ e csc eea css eve nosed vieeses 16 ft. 6 in. 
Re Utne ERIE LOMO co: 5 415/ore ccxs- dave. a's #0864 te See 4d oe 86 in. 
Wheel base, rear driver to trailing truck.............. 114 in. 
WM IRE EAN 8.6 0 a6 8s canard 00a 4 SOSA 4S Tao ie oe AT Ste DADs 
Wheel base, engine and tender................... 70 ft. 6 in. 
Ratios. 
TORAL WRIREE <= tHACHEVO COLE a. o.6 0.0 since ks Ss 0d ccaes 5.69 
Weight on drivers ~ tractive effort..............0.0. 4.12 
Tractive effort x diameter drivers + heating surface.. 871. 
*Tractive effort X diam. drivers + equivalent heat. surf. 666. 
Total heating surface ~ grate area..............0..05- 61.9 
Total equivalent heating surface + grate area......... 81. 
Firebox heating surface + total heating surf., per cent. 7.5 
*Firebox heating surface + total equivalent heating sur- 
RO RMU ONSEN, 09's 5)00, Sea he wieis la SiN Iaieiae antes slerasiiehe 5.74 
Weight on drivers -- total heating surface............ 57.9 
*Weight on drivers + total equivalent heating surface.. 44.3 
WONG TOT CVIIGEES. CU. BE. o.oo Ka 6000.0 808 0500-0 0c 10.70 
Total heating surface ~ vol. cylinders................ 386. 
*Total equivalent heating surface + vol. cylirders...... 505. 
RSPGUE SEG VOL, CHUMGCISS 6.n56 5.6 6iesosies vss ceuee sees 6.24 
Cylinders. 
BONNIE 15 ao ice 56d 4 Ss 4 Rae s SUERTE Ee Wee oO a USER Simple 
POURED Gigiscg ic aS SAS GR Ree Te isa Sea Ree kte Cama acioe 29 in 
Se er i Oo ere hire ee ee ee an a 
Valves 
OT RES tira Wai nh eR Trot PER ey a Piston 
PPR RIMOIIONS 5.6 can ose'e'g G's A/a'e wis BOOMING AL <09 St Ayes ok Gin o's whales 16 in. 
UU ah ae iealsaiok she's Ras ee bie ore mariana ars Oe saree aioe 7 in 
PORN RD aoe oa ce Setg are kw oe A eae a Sl Tale iat pre-e pla iaiere aimee 1% in. 
ROE SPRUE BOT 66's cere ary. a's eo Sie aint oa Kael Hoes eee 3/16 in. 
Wheels. 
POPPI S: CIRINBLED “GVEL UTE 6 5,55 so 050-5 9.50.0 09 5 Coie es earecane 62 in, 
APETV ARIE, SHICMROOE OE CIO 0:45 diy, 66 orate 0 6:0: 3 Wiser sis a hae's'e sco 3 in. 
Driving journals, main, diameter............ 11% in. x 14 in. 
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Wheels. ° 
Driving journals, others, diameter........... 10% in. x 14 in. 
ene ENC IRIE 66.6.5. 6.0 6 icin ons eewsewalnses eosccde IMs 
PI ERCGI POMEMMND ae a:6-6 6 0\c oo seein ele 56 05s eee 6 in. x 12 in. 
TOM TIIETUICE  CUMINURED S 6.666.665 660 4 sees ee Hee Hed eee en 44 in. 
‘Tratemg (FUCK JOUPNGIS. 66.06. ica cceee eens 9 in. x 14 in. 
Boiler. 
Gea 6 eitare @ laaian wadeas eran re oe cemes Conical Connection 
NAN RNNTINE 5. a9: o 6. renin 6: aiid) 5's. wrens Mareeiwe ee 180 Ibs. 
Outside diameter of first TING... 2.5. 6c cecwecesesacs 833% in. 
Firebox, width and length..............ese00. 84 in x 114 in. 
PAGGTGEE DIGURE! AIICUTIOEG Ss 6 o o.n5 6 6c ceeqscracnevacgse dee ceQ@ Eile 
Firebox WSter SPACE... oo. ceccce cesses sd Mm. and 4% in. 
Tubes, number and diameter....................-243—24% in. 
Tubes, number and diameter (superheater)........ 40—5% in. 
REE TCE OER CO CE LOR Ce RET 19 ft. 
PERM DUR OACE COMOS. 6.6. o 5. w 0\n 5 0's e cision s'eae es enced 3;2795 sq: it. 
Pleotme Surlace, BLENOK: sc os cides ss ese cewewwes 310 sq. ft. 
Fleating suriace, Arch tubes... 066s. 6. s.s. esienw ew we 27 sq. ft. 
PRGRtINe GUTIACO, OER ooo ss coc cece ce sescecesees 4 332 age Ft. 
Heating surface, superheating ..............0000% 845 sq. ft. 
*Heating surface, total equivalent................5,399.5 sq. ft. 
Care aE Rae ota Soa ce aes ile He Mle esis, vine RKO wala 66.7 sq. ft. 
Certer Hosen, ADOVS FAN 65 5 <ieceik esd wis csicdcareewiamaele Sian 10 ft. 
Top SmtOKeEstack, AHOVE TAM. :....0 5 6s csceccescese 14 ft. 11 in. 
Tender. 
EG SOW ee vinsn ha tase OSE T aeons ee me's dae Water bottom 
mes tric rare Polars <3 cos ere ead area ae e.da ie Reb eN 13 in. chan. 
RNS CONN oa Gao oes wGhek oe ee maw Renae d eens 33 in. 
GRMNEMN I Choo of A aah. 0. ana Gdlg OSes Sim «ma 6 ee diaie Sg? ER Re 
WN ORRIN OIN GG iio isc sarsiei es Bivialiesc seals See erahecevelarerene’ 9,000 gals. 
Cie ORBABID fre ociaieiers oko a nts de esas wade sawwcee bes 15 tons 





*Total equivalent heating surface equals total heating surface (4,132 
sq. ft.) plus 1% times superheatirg surface. 


LETTERS FROM AN OLD RAILWAY OFFICIAL TO HIS 
SON, A GENERAL MANAGER.* 


XVII. 
PortLanp, Ore., July 29, 1911. 

My Dear Boy:—The man who is successful in the exercise 
of authority soon learns to be something of a buffer between 
his superiors and his subordinates. He learns to temper jus- 
tice with mercy. In this little railway game of ours there has 
often been an unconscious departure from this rule of conduct. 
The word “why” should ask for an increased overtime rate in 
its next working schedule. Somebody at the top is peeved be- 
cause a train comes in late. He asks the next man below, 
“Why?” Down goes the inquiry through the baskets of offices 
whose files contain the desired information, because it is so 
much easier to write another man a letter than to dig up one 
of our own. The final inquiry is to a man who has already 
rendered one report or explanation. It would be a pretty poor 
sort of recording angel that would register against this under- 


*Copyrighted, 1911, by The Railroad Gazette. 
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Screw Reverse Mechanism for Mountain Type Locomotive. 
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ling the more or less justifiable profanity in which he then 
indulges. 

Up in this part of the country, where they do some mighty 
good railroading, is a big hearted general officer, who once, 
during a blizzard, directed his superintendents to order train 
and engine crews to disregard block signals forced out of com- 
mission by the elements. A section foreman went out to change 
a rail with the traditional one man who could not flag both 
ways. So the section foreman, with the rail out, relied upon 
the [automatic] block signal for protection. Along came the train 
with orders to disregard the signal—and the engine landed in the 
ditch. There was some official talk of discharging the section 
foreman. The big general officer faced the music and said, 
in effect, that if any enforced vacancies were to occur he him- 
self must be the man. “Furthermore,” he added, “we have 
learned something; if we are ever again tempted to disregard 
block signals, we will first notify everybody on the railway, in- 
cluding the section foremen.” Such manliness is the rule rather 
than the exception among railway officers. It is a practical kind 
of honesty which counts in the great art of handling men. 

The lesson to be drawn is that we should all be just as hon- 
est and considerate for the man below in the conduct of our 
offices as in the face to face contact of outside activities. The 
first thought of an official and of his chief of staff should be 
to avoid humiliating a subordinate. A letter demanding an 
explanation accumulates much momentum of censure while 
traveling, perhaps from the general offices, through the channels 
to an agent, a yardmaster, a conductor, or a foreman. The ten- 
dency of each office is to unbottle a littlhe more of a _never- 
failing supply of suppressed indignation. By the time the return 
explanations and apologies have trekked back across the plains 
to the starting point, the whole incident is often as much ancient 
history as the days of ’49. 

Yes, we must have explanations for certain irregularities. The 
taste for such office pabulum is more or less cultivated. It is 
a kind of diet which demands vigilant restraint of appetite. It 
does not increase the self-respect of a faithful old employee 
to write a schoolboy explanation of something that looked badly 
on paper in a distant office. Actual experience has demonstrated 
that discipline can be maintained, efficiency increased, and loy- 
alty engendered by greater politeness and consideration in official 
correspondence. Instead of the superintendent or trainmaster 
writing to a conductor, “Why did you delay No. 1 at Utopia 
when you pulled out a draw-bar on the main track on the 32nd?”, 
wiiy not say, “It is claimed that quicker work on your part would 
have avoided delay to No. 1 when your train pulled out a draw- 
bar, etc.” This leaves it open to the man to explain or to let 
the matter go by default. The employee who lets too much 
go by default is soon well known to his officers and his cases 
will receive the special treatment they deserve. Some officials 
devote more time to the gnat-heel measure of explanations than 
to a broad analysis which will prevent future irregularities. To 
some officials, papers on the desk are a nightmare. For the 
sake of a clean desk they will write unnecessary letters and 
pass the papers to the men below. The road will not go to 
pieces if many papers are held for a personal interview next 
trip. Because it is now and then desirable to force some old 
buck to go on record is no reason for not separating the sheep 
from the goats and avoiding the necessity for a record in a ma- 
jority of cases. This is another instance wliere L. C. L. judg- 
ment is worth a whole trainload of rigid bumping posts. 

Among the many advantages of the chief of staff should be 
his ability to prepare explanations for higher authority from 
routine reports at hand without making a special refetence of 
papers to offices below. 

Your old dad takes considerable pride in the fact that he never 
consciously wrote a sharp letter to a subordinate. Once, when 
a trainmaster, and sick in bed, he dictated in a letter to a con- 
dvctor, “Hereafter, please take sufficient interest to see that 
sy.itches are properly locked.” The stenographer improved the 
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phraseology by writing, “Please take special interest, etc.”—see 
the difference?—which happy circumstance caused the conductor 
to come to the sickroom and express his undying devotion to the 
cause of locked switches. A personal interview with a conductor, 
however, is worth a dozen letters by a trainmaster. 

These same observations apply to the general manager as well 
as to the trainmaster. The higher one goes, the more con- 
sideration must he cultivate. If you have something disagreeable 
to get out of your system and the typewriter is your only re- 
course, take it out on your superiors rather than your subor- 
dinates. It is better for the company to have you fired for in- 
subordination than for you to demoralize the service by raw- 
hiding men below. You must carry out the policies and in- 
structions of your superiors. The success of your administra- 
tion will depend upon the manner in which you execute the 
wishes of your superiors and upon the methods you pursue, as 
much as upon the inherent merits of the policies themselves. 
Flattering yourself, as you probably do, at being the happiest of 
the happy in the medium line, see how safe a middie course you 
can steer. It will take another generation to eradicate feudalism 
in railway administration. Those whom Fate, opportunity, or 
desire has landed in the railway game must abide by the exist- 
ing rules. If out of accord with the policies of those above, be 
a good sport and resign like a gentleman. Before doing so, 
however, be dead sure that you have not mistaken some tri- 
fling inconsistencies of methods for real incompatability warrant- 
ing voluntary separation. 

A good friend and a good superintendent down south re- 
cently asked me to preach a little on the necessity for a more 
dignified tone in railway correspondence. He cited his corres- 
pondence with government offices as an example of dignified 
expression. Instead of saying, “Please advise me,” or, “Kindly 
let me know,” or “I wish to be informed,” they use some such 
impersonal expression as, “Please advise this office,” or “Kindly 
favor the department,” or, “This bureau desires information 
concerning, etc.” Some people say they like to have an official 
or an employee act as if he owned the property. I would not. 
A man will ride his own horse to death. When acting as trus- 
tee, guardian, or fiduciary, he will perhaps conserve the property 
entrusted to his charge more carefully than if it were his own. 
Is not a careful trustee better than a careless owner? Railway 
officials are trustees as well as hired hands. Through long tra- 
ditions of service, the government officer, however hampered by 
certain limitations that are inherent in government administra- 
tion, forms a habit of mind which prompts first attention to 
his employer rather than to himself. On railways we are 
equally loyal, but are cruder in our manifestations. We have 
the feudal conception of “my railway” rather than that of “the 
railway on which I have the honor to be employed.” 

Following the same reasoning, it is better for a man to sign, 
“John Roe, for and in the absence of the general manager,” 
than “Richard Roe, General Manager, per John Doe.” When 
John Doe acts in the place of Richard Roe, the former has be- 
come the representative of the company, rather than a facsimile 
of Richard Roe. The act of John Doe binds the company, and 
the papers should show on whom personal administrative re- 
sponsibility must be fixed. The phrase, “For and in the absence 
of,” explains to the recipient the departure from normal pro- 
cedure, and to the company’s future reviewer is John Doe’s ex- 
planation or apology for seeming usurpation of the functions 
of higher authority. , 

When you have signed a letter, no matter by whom suggested or 
prepared, it becomes your act for which you are responsible. Do 
not have its effect weakened by showing in the corner of the origi- 
nal the initials of the persons dictating and typewriting. Whether 
or not such initials shall be shown on your file carbon for the sake 
of future reference is a matter of taste. Such carbon copy 
record can be made either by a rubber stamp or by typewriter. 
With the latter method some stenographers prefer to slip in a 
piece of heavy paper to blank the original and to save the trouble 
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of removing the outer sheet from the machine. The point is 
that, however desirable such information may be for your own 
office, it is no concern of the recipient of the letter. It is much 
more important that the carbon copy should show by rubber 
stamp or otherwise who actually signed the original and became 
responsible for that completed stage of the transportation. 

The impersonal form of address used in government cor- 
respondence precludes the necessity for printing the names of 
officials on letter heads. Illegible signatures are a pretty poor 
excuse for attempting to issue an official directory in the form 
of a letter head. The working conception of the self-perpetu- 
ating corporation falls short if we must alter or reprint our 
stationery every time an official is changed. 

We are wont to look upon government administration as 
typical of conservatism and circumlocution. Some things we do 
much better than the government. There are things the govern- 
ment does much better than we do. For example, an officer of 
the corps of engineers in the army does his own disbursing. 
He controls all the component functions of his particular activ- 
ity, including supply and purchase. He is checked up after the 
fact by an auditor in Washington. A railway cannot pay most 
of its bills until six or seven persons sign a voucher. Number 
seven signs perfunctorily because Number six did. Number six 
likewise is the cat that killed the rat that ate the malt that 
caused the voucher in the house that Jack built. It all comes 
down to some responsible man who handled the matter in the 
first place. Why not trust him, and perhaps one other, check- 
ing them both after the bill has been promptly paid? A bank 
check is validated by only one genuine, creditable indorsement. 
If drawn to bearer or to self, only one signature is necessary. 
I am optimistic enough to believe that you will live long enough 
to see railways follow the example of the banks and the govern- 
ment and pay a legitimate bill with one, or at the most, two 
signatures. When this is done, however, I trust that due notice 
will be given, so that the seismograph stations may have fair 
warnings. If all the old time auditors turn over in their graves 
at the same time, the earth will tremble and the shock will be 
too great for delicate instruments. 

Affectionately, your own, D. A. D. 





A member of the Hungarian parliament recently set out to 
show why traffic in that country is handled so much more un- 
satisfactorily now than it used to be. The bottom reason he 
found in excessively low rates, beginning with the zone passenger 
tariff some 20 years ago. The effect on traffic has been mar- 
velous. The amount of travel is several times as great, and 
freight traffic has increased 320 per cent. in 20 years. But not 
only have expenses increased so as to reduce the net earnings 
to a very unremunerative figure, but to keep down interest 
charges, wholly insufficient expenditures have been made for ad- 
ditional equipment, etc., as an instance of which he says that 
out of a total stock of 2,984 locomotives, not less than 579 are 
more than 35 years old. The working expenses have risen in 
20 years from 55 to 80% per cent. of the earnings. 
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Ambulance Car for Swiss Railways. 


SWISS AMBULANCE CAR. 

An ambulance car designed by the Industrie-Gesellschaft, 
Neuhausen, one of the leading Swiss car works, and intended 
for transporting sick and invalid travelers on long journeys is 
shown in the accompanying illustrations. It is fully equipped 
for use on the various European railways and is of the side 
passage type, mounted on the standard trucks of the 
Federal Railways. The length over buffers is 63 ft. 10 in.; 
the weight of the car when fully equipped is 46 tons. The end 
is made telescoping. In the middle of the car is a sick room 
E, which is designed for one patient only. All the fittings are 
in accordance with hospital practice, the walls, floor and fur- 
niture being such that they may be readily washed and dis- 
infected. The walls are covered with enameled paint and the 
floor is laid in linoleum. 


Swiss 


Glass, porcelain, marble and_ nickel- 





Sick-Room of Ambulance Car. 


plated metal are used for the rest of the fittings. At one end 
of the compartment is a double seat which may be used as an 
extra bed for a nurse. Motor fans, electric lamps and electric 
bed warmers are used, the electricity being furnished by a 
dynamo belt connected to one of the axles and by storage bat- 
teries. 

The adjoining compartment D is a toilet room and contains 
an electric water heater which supplies the radiators through- 
out the car and keeps the compartments at an even tempera- 
ture. When the car is stopped it is heated by the Pape-May 
hot air heater. The compartment F is for the physician and 
his aides. It has a double seat, a folding table and a closet 
for medical and surgical supplies. The compartments C and G 
are used for the patient’s family, C providing accommodations 
for four people, and G for two, upper and lower berths being 
used. There is a well equipped kitchen at H which contains 
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a large water tank holding 300 gal. The baggage room A is 
Jarge enough to hold the hand baggage of the travelers and a 
transporting chair for the patient. J is a second toilet room, 
which also contains the supply of linen, as well as an extra 
mattress. A folding door gives easy access to the sick-room, 
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manently or to become citizens of the United States. It 
should, however, be our policy to encourage them as land 
owners, as, wherever they-go, land values increase, and they 
stand solidly for civic improvement. 

I always inquire, when visiting an Italian farm settlement, 
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Arrangement of Ambulance Car for the Swiss Federal Railways. 


there being also the usual end doors. The car is equipped 
with both the Westinghouse air brakes and the Hardy vacuwm 
brake. 





FARM COMMUNITIES AND PERMANENT RAILWAY 
LABOR. 





BY ALICE BENNETT. 


A railway wants an unbroken chain of prosperous communi- 
ties, composed of farms and factories, or to put it differently, 
enterprise humming all along the line. Another important 
factor is permanent labor. Both of these can be attained by 
relating the one problem to the other. This conclusion was 
reached after several years’ observation and study of southern 
Europeans settled in this country. 

Railways employ special agents for the purpose of studying 
how to effect an economic distribution of population. Col- 
umns of our newspapers are devoted to this subject, and 
various commissions have burned up a good deal of time 
in its While these schemes sound well in print, 
when put to the test of use they fail like every thing else 
which has not a solid foundation, and go to swell the long 


discussion. 


procession of cremated visions to which most of us have con- 
The mistake has been that the laws which 
govern human nature have been ignored. Any method which 
is going to make an effectual appeal to the land-hungry must 
have for its principle a policy which will enable them to find 


tributed our quota. 


their own way to the land. 

Human beings resent patronage. Anything which suggests 
paternalism conveys the impression of servitude and is bound 
either to arouse suspicion or to destroy initiative. It is right 
here that attempts to colonize have so often fallen down. 
The colonists are either on the alert for exploitation and ready 
to do the company before it has a chance to get back at them, 
or else they grow flabby and inert, assuming that the company 
will perform the functions of a beneficent providence without 
exacting any return. - Either result is pernicious and barren. 

In New York City.and in every thickly populated centre are 
hordes of the land-hungry, eminently fitted to make successful 
farmers and small fruit-growers. Everywhere land is standing 
idle, awaiting the development of her stored-up energy; ob- 
viously it is up to the railway to correlate these essentials to 
wealth production. 

There is no better agriculturist coming to our shores than 
the Italian contadino. As a horticulturist and truck-farmer 
he ranks all Europeans who are settling here. Sixty per 
cent. of the Italian immigration is farm-bred. Owing to a 
racial idiosyncracy, they come to our congested city tene- 
ments where their fellow-town’s people have preceded them. 
They are terribly at a disadvantage in the city. On the other 
hand, they would be of the greatest value in farm development. 

Naturally the government of Italy prefers to have them re- 
main in our cities, where they are not likely to locate per- 





into the story of its early beginnings. Invariably the history 
is repeated of two or three laborers who discovered in land 
near their work some parallel to that which they had tilled in 
the old world. Two of more of them had taken up small 
holdings and had established their families there, while they 
continued as day laborers till the farm was paid for and in 
such shape that it paid them more for their time than they 
could earn elsewhere. 

Wherever Italians have found contentment, many more are 
bound to follow, and so in a short time the two or three 
farms first settled are multiplied many times over. As a by- 
product, small factories spring up which in time develop into 
large plants. I could cite numberless instances as examples. 
Not inirequently has it been true that a whole town in Italy 
was evacuated as the result of a letter from a fellow town’s 
man, who had sent back a glowing account of his experiences 
in this country. It pays to treat the Italian well, for if he is 
happy he is sure to attract a large following, or if he is dis- 
satisfied, to arouse a prejudice which will be difficult to over- 
come. Already the danger of a labor famine is being felt 
by the railways. It is more difficult today to secure Italian 
labor than formerly. The fault lies with the system pursued 
by labor contractors, whose sole interest is their own personal 
profit. The policy which they pursue as far as the railways 
are simply killing the goose which lays the 
golden egg. The men are collected in ill-assorted groups, 
the inevitable result of which is discord and inefficiency. 
Furthermore, the men are boarded by the contractors, and 
with the Italian, who is a great home-lover, the manner of 
living makes all the difference whether his stay in a given 
place is permanent. ; 

I would not speak dogmatically, but I believe that just here 
lies the crux of the question: Choose one Italian peasant of prac- 
tical farm experience and let him select all the men required for 
his particular gang. He will get men from his own community, 
a homogeneous group, men whose interests are one and the 
same. Here you have, by a spontaneous method, the germ of a 
community—common ties, common interests,.common joys in 
life. Wherever such a group is employed, wages will begin to 
be invested in small farms, and there their families will be es- 
tablished while the men will continue to work for the railway. 
News of the new born colony will spread, and friends will begin 
to join them from city tenements as well as from the old world. 
Such a community will always furnish the railway with permanent 


concerned, is 


labor. Good schools and civic improvements are encouraged by 
such settlers. Let the same principle prevail throughout the 
entire system and you have inoculated that portion of the 


country through which the railway passes with all the desirable 
human elements. 

In some instances it might pay the road to maintain a model 
farm where the best methods of crop growing for the particular 
locality could be demonstrated. This, however, should be carried 
on as a private enterprise, quite independent of the self-initiated 
community. Italians are particularly quick at taking a hint, and 
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_ would soon adopt improved methods provided they were not 
forced upon them. 

Inquiries come to me from many quarters in regard to Italians 
as farm hands. I do not believe this is practical, owing to the 
small wage paid by farmers and the American farmer’s want of 
understanding of the Italian. The food question also adds to the 
discontent of the Italian in such a situation; he is not at home 
in any sense. The Italian’s forte is in developing his own land, 
and this he will do provided he can do it under conditions which 
satisfy his nature. 

John Carini cut ties for the New York, New Haven & Hartford. 
At the end of two years he had saved enough to buy a small 
abandoned farm and to send for his wife and children. Fourteen 
years later he owned 1,500 acres, and from this he clears annually 
from $10,000 to $20,000 on his peach crop. As a result, about 
seventy Italian farms have been taken up in that vicinity, and 
more peaches are shipped from there than from any other part 
of New England. 

Two Italians once secured work in a canning factory in 
Fredonia, N. Y. They were grape growers from the province of 
Palermo, Sicily. They bought small farms near Fredonia on 
which they established their families. When I visited the place 
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ALASKA NORTHERN RAILWAY. 





Railway construction and operation in Alaska, contrary to 
general information, does not present any insuperable difficul- 
ties. Alaska is not, as some have imagined, entirely a land 
of icebergs and everlasting snow. The necessity for railways 
is very great, and it is probable that in the not very distant 
future numercus lines will be built to reach the mining districts 
and agricultural sections of that territory. The Alaska Northern 
is a good example of what can be accomplished in railway 
building in the far north. Its first division of 20 miles from 
Seward, the southern terminus, to Lake Kenai, was built at an 
average coast of $14,000 a mile, part of the track being laid in 
January at a temperature ranging up to 20 deg. Fahrenheit. 

The terminus at Seward has an admirable harbor on Resur- 
rection Bay, resembling a large bottle in shape, 11 miles long 
and 3 miles wide. The harbor has a depth of 500 ft., providing 
practical anchorage at the north end, is land locked by hills 
2,000 to 4,000 ft. high, and is free of ice at all seasons. Nine 
years ago the site of Seward was a forest of spruce and hem- 
lock: The town today contains more than a thousand people, 
is connected by cable with the cutside world, and has weekly 
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sixteen years later there were 1,200 Italians there; nearly every 
family owned a house with a well-kept garden; numbers of them 
owned large vineyards. Land had increased from $75 an acre to 
$250, and owing to their industrious habits the standard of farm- 
ing had been raised in the whole section. There were six or 
seven factories where there had formerly been a single cannery. 
Three-hundred Italian children, were in the public schools, ten 
were students in the normal college, and two had already entered 
professions. There is no reason why this history should not be 
repeated all over the country were there are fair opportunities 
for the successful development of land. 


July 1 of this year the journal of the German railway union 
(Zeitung des Vereins Deutscher Eisenbahnverwaltungen) com- 
pleted its fiftieth year. For fifteen years it has had a practical 
railway official for its chief editor and has had contributors in 
most countries of the world where there are railways and Ger- 
mans. For information concerning railways on the continent of 
Europe nothing can compare with it. It gives, however, com- 
paratively little purely engineering matter. For that the railway 
union publishes another periodical, the Organ fiir die Fortschritte 
des Etsenbahnwesens. 





in Seward. 


mail steamers from Tacoma and Seattle, a daily paper, three 
churches and schools, telephones and electric lights and daily 
passenger and freight trains to the interior. The accompany- 
ing photograph shows a view of the main street in Seward. 
Leaving Seward the railway passes through a heavy timbered 
country, broken here and there by homesteaded farms, on 
which are raised all the northern cereals and vegetables. The 
track follows the valley of a small mountain stream up to the 
first summit of the coast range, ascending for 12 miles on a 2 
per cent. grade. From this summit it descends to Lake Kenai 
This region has become very popular with hunters and 
fishermen, as moose, mountain sheep and black silver tip and 
grizzly bears are found in abundance and the streams and lakes 
abound in salmon and trout of many varieties. From Lake 
Kenai the road ascends on a light grade through Trail Creek 
valley to a second summit of the Kenai mountains 45 miles 
from Seward. From this summit the road gradually descends 
to the Placer river valley through a section of seven tunnels, 
past huge cataracts, and along the edge of a deep gorge. Reach- 
ing the open valley of the Placer river the road winds along the 
fcot of the Spencer Glacier for a mile. A number of the accom- 
panying views show this glacier from different points. At a 


valley. 
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Damage Done by an Avalanche; Alaska Northern. 
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Mouth of Subterranean Glacial River; Alaska Northern. 
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point 62 miles from Seward the line again reaches tidewater, 
touching the east end of Turn-again Arm on Cook’s inlet. The 


present northern terminus of the road is 10 miles farther at 








Kern Creek, where the company is building a small tourist 
hotel on the beach. 

The traffic resources of the country are being gradually de- 
veloped, numerous small stamp mills having been built in the 
last two years with fairly good financial results. The whvole 
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Motor Car Used in Passenger Service. 





country from Seward to the Talkeetna mountains, 250 miles, 
is more or less auriferous, the micaceous shist formation being 
split by numerous quartz veins carrying free milling gold. The 


road has been definitely located to Fairbanks, on the Tanana 






















Cutting Down to Glacial Fosse Before Dynamiting. 





RAILWAY AGE GAZETTE. 








Vor. 51, No. 12. 


river, 457 miles from Seward. A branch line has been located 
up the Matnooska valley for 38 miles, leaving the main line at 
Muick Junction, 145 miles from Seward. Another branch is 
located to Iditarod, branching off the main line at Susitua sta- 
tion, 175 miles from Seward. The Matnooska branch passes 
through great coal fields for its entire length. The surface 
strata of coal in this region show 13 to 30 ft. thick, and it is 
said to be the best coking coal outside of Pennsylvania. Anthra- 
cite coal in this region is reported by the government and pri- 
vate experts to be of a high fuel ratio. This coal could be 
put into the railway’s cars at a net cost of one dollar a ton, 
while the company has to pay $12 a ton for inferior grades of 
Japanese and British Columbia coal, since the government will 
not allow the development of the local coal fields on lands 
withdrawn from entry. 

Alaskan railways can be operated throughout the year. There 
are a number of difficulties to be overcome, but all the prob- 
lems connected with railway operation have already been suc- 



































Hydraulic Sluicing Through Snowslide. 








cessfully solved. -The annual snowfall ranges from one to 
ten feet, but there are no blizzards and very little drifting snow, 
so that a good rotary plow can easily maintain an open track 
throughout the most severe winter. The avalanches from ad- 
jacent mountains are most to be feared. The force of a large 
avalanche is almost irresistible, as shown in one of the ac- 
companying photographs, where the track was carried out bod- 
ily, 70-lb. rails being broken. Snow slides occur occasionally 
in March and April. At a point near mile 54 a slide which oc- 
curred last year covered the track for a distance of a quarter of 
a mile to a depth of 70 ft. One .of the accompanying photo- 
graphs shows this slide before the work cf removing it had 
progressed very far. It was necessary to dynamite the snow 
in places and a great deal of it was removed by collecting a 














































Po a 


SEPTEMBER 22, 1911. 


“convenient mountain stream in sluice boxes, ag shown in an- 
other of the accompanying photographs. 

One of the most difficult problems encountered was the caring 
for glacial streams at the foot of the Spencer Glacier. During 
the hot summer months of 1910 the glacial moraine was cut 
by many glacial streams from one to five feet deep and from 
40 to 100 ft. wide. These streams are very treacherous, carry- 
ing dark brown water, with great masses of graveled debris 
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There is no difficulty im securing labor in Alaska for rail- 
way construction and maintenance. The prevailing rate of pay 
is $2.50 to $4.50 a day for laborers and mechanics. A typical 
group of natives is shown in one of the photographs reproduced 
herewith, and two views of construction work are also shown. 
Provisions and supplies for building the new road were secured 
from Seattle and Portland, the ocean freight amounting to 
Passenger rates on the Alaska Northern are 


$5 to $10 a ton. 





Snow Slide 100 Feet Deep. 


and floating ice. The floating masses are carried down with 
great force and completely destroyed several miles of the new 
track before they could be properly cared for. The problem 
was to confine these numerous abnormal streams in a single 
channel which could be carried through an ample opening 
under the roadway. There is usually a deep underground 
channel called a fossé along the toe of the glacier, which is hol- 
lowed out below the glacial moraine by the force of the melt- 
ing ice. The solution of the problem was to connect all of 
these underground fossés into one continuous channel. The 
locatien of these channels was determined by dropping analine 
dyes into surface streams at points where they discharged into 











Clearing Line with Rotary Plow; Alaska Northern. 


subterranean channels, one of which is shown in an accom- 
panying illustration, and watching for the reappearance of the 
colored stream from underground channels. The underground 
channels when located were connected by dynamiting channels 
between them and the entire flow was diverted into a single 
stream. One of the illustrations shows a number of workmen 
cutting down to a fossé before dynamiting, and another shows 
the discharge of one of the dynamite blasts. 





Natives in Copper River Country. 


15 to 20 cents a mile, freight rates varying from $5 to $20 
a ton for the 72-mile haul. One of the motor cars which is be- 
ing operated in the local passenger service is illustrated here- 
with. 


FOREIGN RAILWAY NOTES. 


Work has been steadily pushed on the line of the Northwestern 
of Brazil from Bauru to Corumba on the boundary line between 
Matto Grosso and Bolivia. At the beginning of 1911 the line was 
in operation as far as Jupia, a distance of 125 miles. 


The Pacific Railway, Costa Rica, extends from San Jose to 
Punta Arenas, on the Pacific coast, a distance of 69 miles. The 
connecting link between Cascajal and El Roble, a distance of 12 
miles, was completed in October, 1910, thus affording through con- 
nection between the Atlantic and Pacific. 


The total length of railways in operation in Brazil at the close 
of 1910 was about 13,279 miles. The total mileage added during 
the year was 1,162 miles, which is the greatest amount opened 
to traffic in any one year for a decade. The principal feature 
during 1910 was the consolidation of a number of the smaller 
lines or systems into larger groups. The Brazil Railway Com- 
pany, formed by a combination of United States and Canadian 
capital with that of France, has secured control of the lines of 
the Cie. Auxiliare de Chemins de Fer au Bresil, and also the 
Sorocabana, Sao Paulo and Rio Grande, Parana and Thereza 
Christina. It also has a very important interest in the Paulista 
and Mogyana Railways, which cover about 1,600 miles. This sys- 
tem, when completed will establish a direct means of communi- 
cation between the state of Sao Paulo, Parana, Santa Catharina and 
Rio Grande do Sul, and join up the railways of Brazil with those 
of Uruguay, Argentina and Paraguay. The total length of these 
lines in operation on April 1, 1911, not including the Paulista and 
Mogyana, was 3,102 miles, with 233 miles under construction and 
1,540 miles to be constructed, so that when all the various roads 
are completed the system will cover a total extension of 4,875 
miles. The Madeira-Mamore Railway in the extreme north, 
which forms the connecting link for the passage of the vast com- 
merce of the rivers of Bolivia to those of Brazil, is also being 


- operated by this company. 








The Canadian Pacific has just opened its sixteenth hotel. 
It is at Balfour, British Columbia. 

The Great Northern has put in use electric train staffs on 
its line between Skykomish and Leavenworth, Wash., 57 miles. 

Mr. Stubbs of the Harriman lines announces that the date 
of his retirement from railway work will be January }, 1912. 

W. A. Garrett, former president of the Seaboard Air Line, 
has been offered the chairmanship of the General Managers’ 
Association of Chicago. 

According to an Altoona paper the Pennsylvania Railroad 
has put in service all of the freight, cars which ‘have been 
kept out of service during the past four years, with the ex- 
ception of 5,000 cars needing repairs, which are still stored. 
These are to be sent to the shops. 

The special committee on relations of railway operation to 
legislation has appointed an engineering committee, com- 
posed of L. C. Fritch, chief engineer Chicago Great Western, 
chairman; W. L. Darling, chief engineer Northern Pacific, 
and C. A. Morse, chief engineer Atchison, Topeka & Santa 
Fe, to aid it in its work. 

The Sunset-Central Lines of the Southern Pacific have paid 
out $80,000 in claims for live stock killed or injured during 
the fiscal year ended June 30, 1911. Thornwell Fay, vice- 
president, in a circular to all the engine men of those lines, 
calls attention to the fact that no one was benefited by this 
loss to the roads and asks their co-operation in an endeavor 
to reduce to a minimum the amount of claims on this ac- 
count during the present year. 

The Chicago, Milwaukee & St. Paul, now using about 2,000 
miles of telephone lines for train despatching, has decided to 
extend the use of telephones over about 390 miles additional; 
from Minneapolis to Montevideo; Benton Junction to Farming- 
ton; Montevideo to Aberdeen and Aberdeen to Mobridge. The 
Atlantic Coast Line is to introduce telephones between Savannah 
and Jacksonville; Jesup and Waycross and Waycross and Folk- 
stone; an aggregate of 235 miles. Both the Milwaukee and the 
A. C. L. will use the Western Electric apparatus. The Chicago, 
Rock Island & Pacific is to use telephones for train despatching 
on its line between Caldwood, Kans., and Belleville, 210 miles, 
and will also use Western Electric selectors. 


One of the large Mallet engines of the Santa Fe ran from 
Emporia, Kan., to Kansas City on September 9, hauling a train 
of 100 loaded cars. That part of the trip from Emporia to 
Argentine, a distance of 109 miles, was made at the rate of 14% 
miles an hour. The train weighed almost 4,300 tons. After 
making the trip to Kansas City the same engine was put on the 
Santa Fe’s demonstration train which is making a tour of the 
system, the object being to call attention to the progress made in 
car and engine construction during the past 30 years. A small 
engine built in 1880, having four drivers and a large smokestack, 
is compared with the 1911 Mallet, and similar comparisons are 
made between old and new chair cars, coaches, flat cars, box cars, 
etc. A number of officers of the road accompany the train, and 
it is estimated that about 20,000 persons inspected it at Kansas 
City on September 12. 

C. E. Taylor, general superintendent of the United States 
Express Company, in an address before the Chicago Trans- 
portation Association on September 18, defended the rates 
charged by the express companies, saying that 90 to 08 per 
cent. of each dollar taken is paid out in expenses. He said 
the outcome of material reductions in rates would be that the 
carrying of express on passenger trains would be discon- 
tinued. “The business of to-day,” he said, “while similar to 
the business of the past as to operation, is much curtailed as 
to net earning power of the companies. This is caused by 
the continuous and gradual increase of salaries of employees 
and of the cost of paraphernalia used in the business; by the 
gradual, if slight, decrease in rates; and, most emphatically, 
by the faster passenger train schedules put in force, which 
means that a larger part of the express companies’ earnings 
must go to the railway companies to meet such increased 
expense if the public is to be served by the faster mode of 
transportation by its express companies.” 


General News Section. 








Joint Operation in the Deschutes Valley. 

The rival railway lines extending south from the Columbia 
river near The Dalles, Ore., are to be a joint line for the 
last 41 miles at the southern end, that is, Metolius to Bend; 
the two companies, the Oregon Trunk and the Oregon- 
Washington Railroad & Navigation Company, having signed 
a 999-year contract to this effect. The contract just signed 
provides that the Oregon-Washington shall use the track of 
the Oregon Trunk from Metolius to Culver Junction and 
from Redmond to Bend, an aggregate of about 22 miles. 
The remaining 19 miles is covered by a contract which was 
executed more than a year ago. Bend, the southern terminus, 
is 156 miles from the Columbia river. 





Stock Offerings for Employees. 


The terms of the offer of one thousand shares of its stock 
by the Union Switch & Signal Company to employees have been 
noted heretofore in the Railway Age Gazette. The period of 
subscription closed September 1, and it was found that 35 per 
cent. of the total payroll had subscribed for 2,747 shares. The 
company arranged that every subscriber should receive the full 
number of shares for which he made application. 

In most cases the men applied for all that they were permitted 
to take under the rules of the subscription, and the applications 
run in amount from twenty shares down to one share. 





Strike of Track Repairers. 

On Monday morning last members of the International 
Brotherhood of Maintenance of Way Employees on the Dela- 
ware, Lackawanna & Western went out on strike, but the officers 
of the road say that less than half their trackmen obeyed the 
order to strike and that there has been no interruption of 
business. The president of the Trackmen’s Union, who is at 
Scranton, wrote to the governors of New York, New Jersey and 
Pennsylvania asking them to assist in settling the dispute 
between the brotherhood and the railway company over the 
discharge of a foreman. The dismissal of this foreman ap- 
pears to have been the principal or only cause of the strike. 

Maintenance of way employees of the Cincinnati, Hamilton & 
Dayton, in a letter to the governors of Illinois, Indiana and 
Ohio, and to the general manager of the road have asked for 
an increase in wages and a reduction in the length of their work- 
ing day to ten hours. 





Investigation of British Strike Conditions. 


The Royal Commission appointed by the British government 
to inquire into the differences between the railway managements 
and their employees has spent about three weeks in hearing the 
unions, and has now begun hearing the other side. The testimony 
of a half-dozen men from different roads, chiefly long-service 
employees, was against the recognition of the unions, on the 
ground that they are dominated by extreme socialists, who keep 
up an agitation for their own purposes. These men, whose service 
extended from 10 to 25 years, held that the workers were more 
likely to have their grievances remedied by a direct appeal to the 
directors than through the unions. The unions, they agreed, 
were useful so long as they were controlled by the men, but in 
England this no longer existed. 

Sir Charles J. Owens, general manager of the London & 
Southwestern, whose road was the least affected during the recent 
strike, pointed out that less than 10 per cent. of the employees 
of the Southwestern were union men and declared that recogni- 
tion of the unions would be followed by an attempt to compel 
all the men to join the unions. This he considered a national 
danger, as it would mean an interference with that discipline 
which “made the British railway the best in the world as regards 
safety and working.” As the railway strike was, he said, a strike 


against the nation, Mr. Owens proposed legislation to make 
striking a penal offense. 

Another railway officer asserted that while the leaders could 
make strikes they were powerless to stop them, as had been 
proved in a number of instances in England. He argued that 
even recognition had not prevented labor differences, as was 
shown in the case of the Northeastern, which, although it has 
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recognized the unions, had more trouble than the other lines in 
getting its men to return to work. 

Lord Claude Hamilton, chairman of the Great Eastern, made 
a sharp attack on trades unionism, asserting that of the Great 
Eastern staff only ten per cent. belonged to the Amalgamated 
Society, whose officers, he said, depended for their maintenance 
on causing ill will and lack of discipline. Hardly had the seven- 
year conciliation plan of 1907 been concluded when the leaders of 
the unions realized that a long period of conciliation meant a 
loss of membership, and they immediately started a campaign for 
the repudiation of the compact. Lord Hamilton thought both 
directors and members of the unions who broke their agreement 
should be fined heavily or imprisoned. He held that the settle- 
ment of the recent strike by the appointment of the Railway 
Commission was inopportune. It was his personal desire to 
fight it out, and he was satisfied that four days more would have 
seen the termination of the strike, for as soon as the men were 
sure of protection, he said, they would desert the strike leaders 
and hurry back to work. 

In no circumstances would he recognize the Amalgamated 
Society of Railway Servants, since the socialist element had 
obtained a majority in the executive councils of the trades 
unions. 





Our Great Traveler. 


The President of the United States is now engaged in making 
a journey which is to cover 12,945 miles of railway line (and 
16 miles by steamer), having started from Boston last Friday 
night over the Boston & Albany. The first stop was at Syracuse 
on Saturday, where Mr. Taft gave an address at the state fair. 
The train consists of a baggage car, a coach, a Pullman private 
car, two compartment sleeping cars and a dining car. The 
coach is to be used principally on those occasions where local 
committees board the train. After leaving Syracuse some of 
the principal stops are, in their order; Erie, Detroit, Bay City, 
Marquette, Grand Rapids, Kalamazoo, Peoria, St. Louis, Kansas 
City, Council Bluffs, Des Moines, Sedalia, Omaha, Lincoln, 
Denver, Cheyenne, Salt Lake, Pocatello, Spokane, Tacoma, 
Seattle, Portland, Salem, San Francisco, Los Angeles, Butte 
(a jump of 1,216 miles), Billings, New Castle (Wyo.), Pierre, 
Aberdeen, Minneapolis, Milwaukee, Chicago and Pittsburgh. 

The passenger department of the Boston & Albany has issued 
an artistic itinerary of the journey, which is notable not only for 
its neat design and execution, but for its modesty, only one 
representative of the road being mentioned by name. ‘That is 
Charles E. Colony, Boston city passenger agent, who accompanies 
the President throughout the journey. The train will traverse 
parts of 26 railways and enter 24 states. 

The finish will be in Washington, November 1. Of the 47 
nights covered by the journey the schedule shows only 13 on 
which the President can sleep in a house, namely, at Marquette, 
Mich.; Seattle, Tacoma, San Francisco (two nights), Los 
Angeles, New Castle, Wyo.; Pierre, S. D.; Minneapolis, Mil- 
waukee, Chicago (three nights). 





American Society of Civil Engincers. 

At the meeting of this society, held September 20, two papers 
were presented for discussion by members of the society as fol- 
lows: Mule-Back Reconnaissances, by William J. Millard, and 
Economic Canal Location in Uniform Countries, by Lyman E. 
Bishop. Mr. Millard’s paper was printed in the Proceedings for 
May, 1911, and Mr. Bishop’s in the Proceedings for August, 1911. 





Railroad Superintendents’ Association. 


The regular semi-annual meeting of the American Asso- 
ciation of Railroad Superintendents was held on Friday, Sep- 
tember 15, at the Planters’ Hotel, St. Louis, Mo., with J. A. 
Somerville, president, in the chair. 

In view of the feeling which some railways entertain, that 
the organization of the divisional bodies of this association, 
into a general body, is unnecessary, it was decided to discon- 
tinue the general organization as at present constituted and 
to substitute the individual member plan, practically along 
the lines of the American Railway. Engineering Association, 
thus extending its scope to include the whole country. 

For twenty-one years the general organization has printed 
the monthly proceedings of the divisional meetings and dis- 
tributed them to all ‘members of each divisional association. 
This plan, of course, saved expense so far as the divisional 
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associations were concerned, but added to the expense of the 
general association, and. some of the railways objected to 
the general expense. Under the new plan, it is presumed 
that the proceedings of the monthly meetings held at all the 
large interchange centers will be issued locally, and that they 
will be mimeographed instead of printed. Those who desire 
copies of the monthly proceedings, in order to keep in touch 
with the general situation, can doubtless secure them by ap- 
plying to each city where the superintendents have meetings. 

The association’s committee on transportation presented 
elaborate information respecting the Joint Car Inspection and 
Interchange Bureau as operated at Pueblo, Colo., for upward 
of two years and recommended the plan to the association 
as a proper one to follow at all interchange centers. After 
considerable discussion the association went on record as 
heartily favoring the experiments that have been made by 
the combined committees of the Association of Transportation 
and Car Accounting Officers and the Master Car Builders’ 
Association, to determine in a large way the practicability 
of combining the work of the mechanical and transportation 
departments in matters of car interchange. 

A paper was presented by Charles Burlingame, superinten- 
dent of the Wiggins Ferry, St. Louis, urging the abandon- 
ment of the M. C. B. defect card in the interest of prompt 
car movement through terminals, pointing out that an in- 
spection for safety should be made the only inspection re- 
quired. The paper was discussed, and will be included in the 
minutes, but no formal action was taken. 

The executive committee called attention to the changes 
made in M. C. B. rules, September 1, whereby the “set-back” 
of loaded cars in interchange is abolished, and urged that in 
view of this change all special agreements which are in any 
way contrary to the spirit of the M. C. B. rules, be immediate- 
ly cancelled. 

E. H. DeGroot, Jr. (C. & E. I.), St. Louis, was elected 
president, and L. N. Couder, ‘Cincinnati, was elected secretary- 
treasurer. 





Railway Financial Officers. 


The Society of Railway Financial Officers held its annual meet- 
ing at St. Paul, Minn., on September 12, 13 and 14. In addition 
to routine business the following papers were presented: Modern 
Methods of Paying Dividends, by E. H. Alden; Is Uniform 
Legislation Possible in the Various States of the Union? by 
F. H. Hamilton; Legislation Concerning the Time and Manner 
of Payment of Railway Wages—the Burden and Its Prevention, 
by Arthur B. Jones; Men of Character in Railway Service, by 
D. K. Kellogg; The Treasurer as the Financial Expert of His 
Company, by T. H. B. McKnight; The Railroads of Chicago, 
by John E, Murphy; The Treasurer’s Relation in the Railroad 
Company’s Organization, by J. P. Reeves; The Railways of 
Canada, Their Growth and Trade, by S. L. Shannon; The Rail- 
road Treasurer, the Office, the Man, by Odell S. Smith. 

The report of the committee on extension of credit to shippers, 
which report was made in conjunction with a committee from 
the Association of American Railway Accounting Officers, was 
presented. Various matters, such as garnishments and assign- 
ments; quick payment of stock, fire and personal injury claims; 
acceptance of checks by agents in the payment of charges due; 
and the matter of placing the collection of bills under the treas- 
ury department, were presented and actively discussed. 

The following officers were elected for the ensuing year: 
President, H. C. Ansley; first vice-president, Odell S. Smith; 
second vice-president, Joseph B. Lacy; secretary and treasurer, 
Carl Nyquist. 

The following were elected to serve on the executive com- 
mittee for the ensuing period of two years. Méssrs. Ansley, 
Smith and Lacy; Arthur B. Jones and T. H. B. McKnight. The 
following members of the executive committee hold office until 
the annual meeting in 1912: H. F. Baker, secretary and treas- 
urer, Lehigh & New England; George H. Crosby, vice-president, 
secretary and treasurer Rock Island Lines; F. H. Hamilton, 
secretary and treasurer, Frisco Lines; Frank Scott, treasurer, 
Grand Trunk. 

Fairfax Harrison, president of the Chicago, Indianapolis & 
Louisville, and J. F. Titus, formerly assistant to the president 
of the Illinois Central, but not now engaged in railway service, 
were elected honorary members. 
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General Passenger Agents. 


The annual meeting of the American Association of General 
Passenger and Ticket Agents was held at the St. Paul Hotel, 
St. Paul, Minn., September 19 and 20. A large party of the 
members of the association gathered in Chicago and were brought 
on ‘a special train of the Chicago, Milwaukee & St. Paul, the 
train being in charge of F. A. Miller, general passenger agent, 
and W. J. Cannon and George B. Haynes, assistant general pas- 
senger agents. 

At the opening session, addresses of welcome were made by 
C. E. Stone, chairman of the local entertainment committee, 
Ralph Wheelock, secretary to Governor Eberhardt of Minne- 
sota, and Mayor Keller of St. Paul. The response was made by 
Samuel Moody (Pennsylvania Lines) president of the associa- 
tion. The resignation of C. M. Burt (Boston & Maine), for 
several years secretary of the association was received and a 
committee appointed to nominate his successor. The attendance 
was unusually large, being 125; about 25 new members were 
taken in. 

The standing committee on association ticket paper made a 
report recommending the adoption of measures to safeguard 
tickets while in the hands of printers; this was approved by the 
association. The association also adopted the report of the ticket 
committee, recommending a form of multiform interline ticket 
by use of which numerous forms now in use could be dis- 
pensed with. ‘The association recommended the form to terri- 
torial passenger associations for adoption. The secretary read 
letters of regret, because of inability to attend, from President 
McCrea and Vice-President McCabe, of the Pennsylvania, and 
Vice-President Daly, of the New York Central. Charles S. Fee, 
passenger traffic manager of the Southern Pacific, presented reso- 
lutions from officers of the Panama-Pacific international exposi- 
tion and commercial organizations of San Francisco, asking asso- 
ciations to meet there during the exposition in 1914. On behalf 
of the association, Charles S. Fee presented President Moody 
with a handsome gavel. 

Reports of associations co-operating with the Association of 
General Passenger Agents were received from Benton Quick 
(M. P.) representing the American Association of Baggage 
Agents and L. A. Bohrer (M. & O.), representing the American 
Association Traveling Passenger Agents and F. J). Burton, rep- 
resenting the International Association Ticket Agents. The con- 
stitution was amended to provide that special representatives to 
association meetings to represent members must be permanent 
employees of the passenger department. H. G. Elliott (G. T.) 
was appointed to represent the association at the meeting of the 
Canadian Ticket Agents at Sioux Ste. Marie, Ontario, October 
4,5 and 6. The question of the general adoption of a pro rata 
rate basis for the division of the interline rates was put over 
for consideration at the next meeting. A committee of six com- 
posed of the following officials was appointed to co-operate with 
the secretary in choosing subjects for discussion at the next meet- 
ing: A. Hilton (Frisco), W. J. Craig (A. C. L.), John Francis 
(C. B. & Q.), John J. Byrne (A. T. & S. F.), W. A. Russell 
(L. & N.), W. R. Calloway (M. S. P. & S. S. M.). A committee 
composed of O. P. McCarty (B. & O.), W. A. Russell (L. & N.), 
and C. A. Cairns (C. & N. W.), reported in favor of making 
subject to association control the compilation of compendium of 
digest of passenger fares and division rules. This work here- 
tofore was done by private parties. 


The following former passenger officials were proposed for 
honorary membership: W. B. Kniskern, George W. Vaux, 
T. W. Tesdale, J. P. Elmer, F. E. Boothby, S. J. Ellison and 
E. A. Ford. The following officers for the ensuing year were 
elected: President, C. A. Cairns (C. & N. W.); vice-president, 
R. H. Wallace (Erie); secretary-treasurer, W. C. Hope (C. of 
N. J.); orator, George H. Smith (N. O. & N. E.); members of 
executive committee, Gerrit Ford (U. P.); George H. MacRae 
(cS P.M @ O.); A. L. GCaie (CC. G W.); C L. Stone 
(M. P.). 

Seattle, Wash., was chosen as the place of next meeting, the 
date to be fixed by the executive committee. Entertainment fea- 
tures Tuesday included a theater party for ladies and a ball and 
supper in the evening. Wednesday afternoon there was an auto- 
mobile ride about St. Paul, and in the evening speeches were 
made by C. A. Cairns, president of the association; Howard 
Elliott, president of the Northern Pacific; W. J. Craig (A. C. 


RAILWAY AGE GAZETTE. 


Vot. 51, No. 12. 


L.); T. Kateley (G. A. Great Northern, of England), and 
A. G. Wand (G. P. & F. A., London & Northwestern). In his 
address on accepting the presidency of the association Mr. Cairns 
said in part: ; 

“There are many problems of general interest which can be 
considered at our annual gatherings, and benefit of their dis- 
cussion and action conveyed to various district associations for 
further discussion, and final disposition by such bodies. 

“The plan of having addresses delivered at gatherings by men 
prominent in railway or commercial world should be encour- 
aged, and members should see subjects of general interest placed 
on the docket, advertising is an all-absorbing problem in our 
particular department, and methods by which the best results 
might be secured, could well be made the subject of a few hours 
discussion with others having expert knowledge, and who no 
doubt would be pleased to appear before use. One of the large 
expenditures in a department lies in the issuance of time table 
folders, and, it would seem some method both economical and ef- 
ficient, could be devised to make this item a much less fixed charge 
upon revenues. For a number of years there was printed by a 
Chicago printer a manual of coupon ticket agents which has 
been discontinued. A great many roads found information 
therein most desirable, and would it not be a good idea to have 
a publication of this kind issued semi-annually or at least annually 
by one of the district passenger associations under the auspices of 
the American Association, our members agreeing to subscribe for 
such number as each might require. From figures prepared by 
Chairman MacLeod, at my request, the expense would: be very 
limited on a basis of, say, a thousand copies per issue, which 
number would undoubtedly be minimum.” 

There was to be an automobile trip around Minneapolis on 
Thursday. The visitors were to leave Thursday night on a special 
train, provided by the Northern Pacific for Duluth, and are to spend 
Friday in Duluth and leave there Friday night for Chicago on 
a special train, provided by the Chicago Northwestern. 





Railway Signal Association. 

Secretary C. C. Rosenberg (Bethlehem, Pa.), has sent out 
the notice of the annual meeting, which is to be held at Hotel 
Antlers, Colorado Springs, Colo., October 10, 11 and 12. The 
notice is in the shape of a supplement to the Journal of the 
association, volume 14, No. 3; and it is a thick pamphlet of 365 
pages (besides advertisements) containing the committee reports 
in full. Each member desiring to give intelligent attention to 
the doings of the convention must take this pamphlet with him, 
as no committee reports will be distributed at the meeting. 

The principal committee reports are entered on the program 
as follows: Tuesday forenoon, No. 2, Mechanical Interlocking ; 
and No. 3, Power. Interlocking. Tuesday afternoon, No. 4, 
Automatic Block Signals; No. 10, Electric Signals for Electric 
Railways; No. 11, Manual of Standard Practice, and the Special 
Committee on the Promotion of Signaling Education. Wednes- 
day forenoon, No! 1, Signaling Practice and Standards; No. 6, 
Automatic Stops and Cab Signals; No. 7, Definitions; and the 
Special Committee on Storage Battery. Wednesday afternoon, 
no session. Thursday forenoon, Special Committee, Recording 
Signal Failures; No. 11, Wires and Cables; and No. 12, Con- 
tracts at Joint Interlockings. Thursday afternoon, Baseball 
Game. On Friday it is planned to go on an all day excursion to 
Cripple Creek. 





Western Railway Club. 

At the regular meeting of the Western Railway Club, held 
at the Auditorium Hotel, Chicago, September 19, George C. 
Floyd, chief mechanical engineer of the American Steel Foun- 
dries, presented a paper on Some Experiments with Trucks. 





MEETINGS AND CONVENTIONS. 





The following list gives names of secretaries, dates of next or regular 
meetings, and places of meeting. 





Arr Brake AssociaTion.—F. M. Nellis, 53 State St., Boston, Mass. 

AMERICAN a oF DemuRRAGE OFrFicers.—A. G. Thomason, Scran- 
ton, Pa. 

American ASSOCIATION OF GENERAL PASSENGER AND Ticket AcEnTs.—C. M. 
Burt, Boston, Mass. : ; 

Asamees ASSOCIATION OF FreicHt AGENTS.—R. O. Wells, East St. Louis, 


AMERICAN ASSOCIATION OF RAILROAD SUPERINTENDENTS.—O. G. Fetter, 


Carew building, Cincinnati, Ohio; 3d Friday of March and September. 














SEPTEMBER 22, 1911. 


AMERICAN Evectric Raitway Association.—H. C. Donecker, 29 W. 39th 
t., New York; October 9-13, 1911, Atlantic City, N. J. 

American Rartway Association.—W. F. Allen, 75 Church St., New York; 

i ered ee Chicago. 

MERICAN RaiLtway BripcE anpD Buitp1nG Association.—C. A, Lichty, C. & 
N. W., Chicago; Oct. 17-19, 1911, St. Louis, Mo. és 
American Rattway Encingerinc Association.—E. H. Fritch, Monadnock 

Block, Chicago; annual convention, March 19-21, 1912, Chicago. 
AMERICAN RaILway Master Mecuanics’ AssociaTIoN.—J. W. Taylor, Old 
Colony building, Chicago. 

— oe ooL ForeMEN’s AssociaTion.—O. T. Harroun, Bloom- 

ington, Ill. 
American Society For Testinc Mareriats.—Prof. E, Marburg, University 

of Pennsylvania, Philadelphia, Pa. 
American Society oF Civit Encingers.—C. W. Hunt, 220 W. 57th St. 

New York; Ist and 3d Wed., except June and August, New York. 
AMERICAN Society OF ENGINEERING ConTRACToRS.—D. J. Haner, 13 Park 

Row, New York; 3d Tuesday of each month, New York. 
AMERICAN SociETY OF MECHANICAL ENGINEERS.—Calvin W. Rice, 29 W. 

39th St., New York. 
ASSOCIATION OF AMERICAN RarLway AccounTING OrFFicers.—C. G. Phil- 
lips, 143 Dearborn St., Chicago; annual, June 26, 1912, Geabec, ue. 
ASSOCIATION OF RatLway CLaim AGENTS.—J. R. McSherry, C. & E. I., Chi- 
cago; annual convention, May 22, 1912, Los Angeles, Cal. 
ASSOCIATION OF RarLway ELEcTRICAL ENGINEERS.—Jos. A. Andreucetti, C. & 

N. W. Ry., Chicago; annual, November 6-10, Chicago. 
ASSOCIATION OF RatLWay TELEGRAPH SUPERINTENDENTS.—P. W. Drew, 135 

Adams St., Chicago; annual, June 24, 1912, New York. 
ASSOCIATION OF TRANSPORTATION AND Car ACCOUNTING OrFicers.—G. P. 

Conard, 75 Church St., New York; December 12-13, Louisville, Ky. 
CanapIAN Raitway Cius.—James Powell, Grand Trunk Ry., Montreal, 

Que.; 2d Tuesday in month, except June, July and Aug., Montreal. 
Canapian Society oF Civit EnGineers.—Clement H. McLeod, 413 Dor- 

chester St., Montreal, Que.; Thursdays, Montreal. 
Car Foremen’s Association OF CHicaco.—Aaron Kline, 841 North 50th 

Court, Chicago; 2d Monday in month, Chicago. 

CENTRAL Raitway Crius.—H. D. Vought, 95 Liberty St., New York; 2d 

Thurs. in Jan. and 2d Fri. in March, May, Sept., Nov., Buffalo, N. Y. 
Civiz ENnGinEErRS’ Society oF St. Paut.—D. F. Jurgensen, 116 Winter St., 

St. Paul, Minn.; 2d Monday, except June, July and Aug., St. Paul. 
ENGINEERS’ SOCIETY OF PENNSYLVANIA.—E. Dasher, Box 704, Harris- 

burg, Pa.; 1st Monday after 2d Saturday, Harrisburg, Pa. 
ENGINEERS’ SOCIETY OF WESTERN PENNSYLVANIA.—E. K. Hiles, 803 Fulton 

building, Pittsburgh; lst and 3d Tuesday, Pittsburgh, Pa. 
FREIGHT CLarm AssociaTiIon.—Warren P. Taylor, Richmond, Va.; annual 

Buffalo, N. Y. 

GENERAL SUPERINTENDENTS ASSOCIATION OF Cuicaco.—E. S. Koller, 226 
W. Adams St., Chicago; Wed. preceding 3d Thurs., Chicago. 
INTERNATIONAL RarLway CoNnGrREss.—Executive Committee, rue de Louvain, 

11 Brussels; 1915, Berlin. 

INTERNATIONAL Rartway Fuet AssociaTion.—D. B. Sebastian, La Salle 

St. Station, Chicago. : 

INTERNATIONAL RAILWAY GENERAL FoREMEN’s AsSocIATION.—L. H. Bryan, 

D. & I. R. Ry., Two Harbors, Minn. 

INTERNATIONAL RAILROAD MASTER BLACKSMITHS’ ASSOCIATION.—A. L. Wood- 
worth, Lima, Ohio. 

Iowa Raitway Cius.—W. B. Harrison, Union Station, Des Moines, Ia.; 
2d_Friday in month, except July and August, Des Moines. 
Master Borter Makers’ AssociaTion.—Harry D. Vought, 95 Liberty St., 

New York. 
ane BuILpers’ AssociaTION.—J. W. Taylor, Old Colony building, 

icago. 
Master Car AND Locomotive PAINTERS’ ASSOCIATION, OF UNITED STATES 

AND Canapa.—A. P. Dane, B. & M., Reading, Mass. 

New EncLanp RaiLroap CLus.—G. H. Frazier, 10 Oliver St., Boston, Mass.; 
2d Tuesday in month, except Pe July, Aug. and Sept., Boston. 
New York Rartroap CLus.—H. ought, 95 Liberty St., New York; 3d 
Friday in month, except June, July and August, New York. 
NorTHERN Raitway Crus.—C, L. Kennedy, C., M. & St. P., Duluth, Minn; 
4th Saturday, Duluth. 

Omawa Raritway Crius.—H. H. Maulick, Barker Block, Omaha, Neb.; 
second Wednesday. 

RarLtroap CLus oF Kansas City.—C. Manlove, 1008 Walnut St., Kansas 

City, Mo.; 3d Friday in month, Kansas City. 

Raitway CiLus oF PtittssurcH.—C. W. Alleman, P. & L. E., Pittsburgh, 

Pa.; 4th Friday in month, except June, July and August, Pittsburgh. 
Rattway InpustriaL Association.—G. L. Stewart, St. L. S. W. Ry., St. 

Louis, Mo.; annual, May 12, 1912, Kansas City, Mo. 

RatLtway SiGcnaL Association.—C. C. Rosenberg, Bethlehem, Pa.; annual, 

Oct. 10, Colorado Springs, Colo. 

RAILWAY STOREKEEPERS’ ASSOCIATION.—J. P. Murphy, Box C, Collinwood, 
io. 
RicuMonp Raitroap CLus.—F. O. Robinson, Richmond, Va.; 2d Monday, 
except esa and August. 
ROADMASTERS’ AND MAINTENANCE OF Way AssociATIon.—L. C. Ryan, C. & 
N. W., Sterling; September 10, 1912, Buffalo, N. Y. 
St. Louis Rattway Crius.—B. W. Frauenthal, Union Station, St. Louis, 
o.; 2d Friday in month, except June, July and Aug., St. Louis. 
Society oF Rartway FInancriAL OFrFicers.—C. Nyquist, La Salle St. Sta- 
tion, Chicago. : 
SouTHERN ASSOCIATION OF CaR SERVICE OFFicers.—E. W. Sandwich, A. & 
. P. Ry., Montgonfery, Ala.; annual, October 20, Atlanta, Ga. 
SouTHERN & SOUTHWESTERN Rattway Crius.—A. J. Merrill, Grant bidg., 

Atlanta, Ga.; 3d Thurs., Jan., March, May, July, Sept., Nov., Atlanta. 
ToLepo TRANSPORTATION CLuB.—J. G. Macomber, oolson Spice Co., To- 

ledo. Ohio; 1st Saturday, Toledo. ; 
TraFFic CLus oF Cuicaco.—Guy S. McCabe, La Salle Hotel, Chicago; 
meetings monthly, Chicago. 

TraFric CLus or New YorK.—C. A. Swope, 290 Broadway, New York; last 
Tuesday in month, except June, oh and August, New York. 
TraFFic CLus oF PitrssurGH.—D. L, ells, Erie, Pittsburgh, Pa.; meet- 

ings monthly, Pittsburgh. ‘ 

Train DESPATCHERS ASSOCIATION OF AMERICA.—J. F. Mackie, 7042 Stewart 

Ave., Chicago; annual, June 18, 1912, Louisville, Ky. 
TRANSPORTATION CLuB OF BurraLo.—J. M. Sells, Buffalo; first Saturday 

after first Wednesday. ; 
‘TRANSPORTATION CLUB OF Detro1t.—W. R. Hurley, L. S. & M. S., Detroit, 
ich.; meetings monthly. 
TRAVELING ENGINEERS’ ASSOCIATION.—W. O. Thompson, N. Y. C. & H. R., 

East Buffalo, N. Y. E 
Western Canapa Rartway Cius.—W. H. Rosevear, P. O. Box 1707, Win- 

nipeg, Man.; 2d Monday, except June aly and August, Winnipeg. 
WESTERN itwaYy Cius.—J. W. Taylor, Old olony building, Chicago; 3d 

Tuesday of each month, except a°% July and wages. 

WESTERN SocIETY OF ENGINEERS.—J. H. Warder, 1735 Monadnock Block, 

Chicago; 1st Wednesday in month except July and August, Chicago. 
Woop Preservers’ AssociaTion.—F. J. Angier, B. & O., Baltimore, Md.; 

annual, January 16-18, Chicago. 
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Graffic News. 


A press despatch from Washington says that agents of the 
government secret service have found in circulation more than 
one thousand counterfeit transportation orders purporting to 
have been issued by Rear Admiral Nicholson, head of the 
Bureau of Navigation, Navy Department. 





In the United States District Court at Canandaigua, N. Y., 
last week, 78 suits were entered by the government against the 
Lake Shore and other New York Central lines, and two against 
the Erie, to recover penalties for violation of the law limiting 
the hours in which animals may be kept in cars. 


The Southern Railway is taking measures to enlarge the live 
stock industry in the states traversed by its lines, and an agent 
of the company is now going among the farmers to see if he 
can get them to form county live stock associations. The work 
is in charge of F. L. Word, live stock agent, Atlanta. 


The steamer Quincy arrived at New Orleans September 19 
with 1,000 tons of freight from St. Louis. This is said to mark 
the resumption of river traffic between these cities after twelve 
years, and the event was considered of enough importance at 
New Orleans to warrant giving the officers of the boat a public 
reception, which was done by the commercial organizations of 
the city. The steamer also landed 75 passengers, but it is not 
said whether or not they came through from St. Louis. 


During the period of special colonist rates, to and includ- 
ing Sunday, October 15, the Chicago & Alton will run a 
tourist sleeping car semi-weekly from Chicago to California. 
The route will be over the Alton to Kansas City, the Mis- 
souri Pacific to Pueblo, the Denver & Rio Grande to Salt 
Lake City and the Western Pacific to San Francisco, the 
car leaving Chicago on the “Hummer” at 6:30 p. m. Mondays 
and Wednesdays and arriving “in San Francisco at Io p. m,. 
the fourth night out. 


At a meeting of cotton men and bankers in New Orleans 
this week the central bureau validating plan for bills of lad- 
ing was severely condemned. They resolved “to oppose said 
central bureau plan, not only by refusing to comply with the 
requirements thereof. but by organizing a militant resistance 
to the proposed reflection upon the honor of the southern 
cotton merchants.” The remedy for the evils complained of 
by the English buyers, they say, is in enforcing more careful 
and discriminating business methods on the part of both 
buyers and carriers of cotton and not “in attempting to devise 
schemes whereby the carriers of cotton may continue to es- 
cape liability for the injurious and fraudulent acts of their 
agents and employees and whereby buyers may be _ protected 
in their indiscriminate and care free traffic with firms of 


J 


doubtful standing.” 





Brooklyn Traffic Club. 


The first regular monthly meeting after the summer vacation 
will be held at the club rooms, 81 Hanson place, September 22. 
At this meeting matters of a business and social nature will be 
discussed. 


Traffic Club of New York. 


The regular monthly meetings of this club will be resumed 
on September 26, at the Waldorf Astoria. Arrangements have 
been made for the use of the Astor gallery for this meeting, 
and practically all meetings during the year. This is to be a 
reunion meeting, and the nominating committee is to be 
selected. 


Freight Car Balance and Performance. 


Arthur Hale, chairman of the committee on relations between 
railways of the American Railway Association in presenting 
statistical bulletin No. 104, covering car balance and performance 
for May, 1911, says: 

“The averages show an improvement over April in all items 
of performance, excepting the per cent. of loaded mileage, which 
shows a slight decrease. Average miles per car per day increased 
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from 23.3 in April to 23.6 in May for all cars. The May average 
excluding surplus cars is 26.4. 

“The ton miles per cars per day increased from 317 to 338 
for all cars and from 353 to 382 for active cars. Earnings per 
car per day averaged $2.33, as compared with $2.19 in the pre- 
~ month, The average earnings excluding surplus cars is 
$2.56.” 

The table gives the figures by groups for May, and the charts 
show performance and earnings in 1907 to 1911. 





; The Mount Jewett Route. 

This is the name of a new freight line which has been an- 
nounced by the Baltimore & Ohio and which is to be put in 
operation as soon as the line of the B. & O. from Foxburg 
northeast to Mount Jewett, Pa., can be put in order. This 
line is now narrow gage, but is to be made standard gage. 
Mount Jewett is about 30 miles south of the main line of the 
Erie and the Erie is a partner of the B. & O. in the new 
line. The Erie’s branch running southward to Mount Jewett 
and Johnsonburg, leaves the main line at Carrollton, five 
miles east of- Salamanca. The Mount Jewett line of the B. 
& QO. connects with its main line at Callery Junction, 30 
miles north of Pittsburg, and the distance from Callery 
Junction to Mount Jewett is 137 miles. The announcement 
says that the new route will be the shortest in existence to 
New England points from points on the B. & O. in Ohio. 
The length of the narrow gage line to be made standard is 
94 miles. The material for this improvement has already been 
assembled and it is expected that the new route will accept 
freight by October 1. 





Changes in Sleeping Car Routes. 


As the result of a controversy between the Chicago, Rock 
Island & Pacific and the Chicago, Burlington & Quincy on one 
hand and the Southern Pacific, the Western Pacific and the 
San Pedro, Los Angeles & Salt Lake on the other, over the divi- 
sions between the eastern and western roads of the through 
passenger fares from the Missouri river to California, the 
Rock Island and the Burlington were advised by the three western 
roads last week that the making of connections with them over 
the Denver & Rio Grande would be discontinued. The through 
rate from the Missouri river to San Francisco is $50, and 
previous to October, 1910, the divisions of this rate between the 
eastern and western roads had been made on the basis of 50 
per cent., or $25 to each, the local rate having been $30 from the 
Missouri river to Ogden and the same amount from Ogden to 
San Francisco. Last October, however, the Interstate Commerce 
Commission reduced the local rate from Ogden to San Francisco 
to $23.58, and when this reduction was made the Burlington and 
the Rock Island .asked that the division of the through rate be 
made on the basis of $28 to them and $22 to the western roads, 
which the latter refused to agree to. The western roads also 
refused the offer of the eastern lines to arbitrate the matter, 
on the ground that the reduction of the local rate should not 
affect the divisions of the through rate and that they have the 
right to say what revenue they should receive for business 
handled over their rails. The western roads at once arranged to 
route their through service over other lines. The Union Pacific 
will take the cars at Denver, and east of Omaha and Kansas City 
they will go by the Chicago & Northwestern, the St. Paul and the 
Wabash. There are three standard sleeping car runs each way 
daily and four tourist-car. 





INTERSTATE COMMERCE COMMISSION. 





The commission has suspended until January 13 tariffs which 
had been filed to take effect September 15 on soft coal from 
mines in Illinois to points in Kansas and Nebraska. 


The commission has declined to suspend, pending an investi- 
gation, decreases’in freight rates on flour made by the St. Paul, 
Minneapolis & Omaha. The railway has placed on file with the 
commission a reduction of rates on flour from 23 cents 100 
Ibs. to 21% cents, effective October 5. Eastern carriers in trunk 
line territory protested to the commission against the decrease 
and asked permission to withdraw their concurrences in the pro- 
posed tariffs on short notice. The eastern lines say that the 
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reduced rate will result in much loss of revenue to them, be- 
cause the reductions will necessarily be followed by reductions 
in rates from related points. The new rates affect shipments of 
flour from Minnesota points, rail and lake via Duluth to New 
York and rail and lake via Chicago to New York. 


In the hearings before the commission at Oklahoma City 
on rates on packing house products, Judge Cowan, who ap- 
peared as a witness for two cattle associations, said the rate 
to Oklahoma City from Texas points, with the exception of 
the Texas panhandle and other territory adjacent to Oklahoma 
City, should be approximately 15 per cent. lower than the 
rate to Kansas City, and that from the Texas panhandle and 
adjacent territory the rate should be two cents lower to Ok- 
lahoma City than to Fort Worth. A. W. McLaren, traffic 
manager for Morris & Company, Chicago, comparing the 
rates on dressed beef from Wichita, Kan., Fort Worth and 
other points with those from Oklahoma City, testified that 
the adjustment tended to discriminate against the latter point. 





STATE COMMISSIONS. 





Richard T. Higgins has been made chairman of the new 
Public Utilities Commission of Connecticut, and Henry F. 
Billings, secretary. C. C. Elwell has been appointed chief en- 
gineer. 

The Florida Commission has entered suit at Tampa against 
the Seaboard Air Line, the Tampa Northern and the Atlantic 
Coast Line to recover a fine of $5,000 imposed on these roads 
by the commission for failing to build a Union station at 
Tampa, as ordered by the commission. 


The Railroad Commission of Wisconsin has ordered the 
Chicago & North Western to restore its stoppage in transit 
privileges at certain stations. The commission found that the 
withdrawal of the stoppage in transit privilege resulted in an 
unwarranted increase in rates throughout the state on live stock 
shipments stopped to finish loading. 


The Railroad Commission of Wisconsin has held that the 
single and double line rates for shipments of tile and brick 
in Wisconsin for less than 100 miles are higher than the cost 
to the carrier warrants, and the Chicago, Milwaukee & St. 
Paul et al. are ordered to put into effect a distance tariff 
on brick and tile less than is now in effect. 


The state railway commission of Indiana has filed suit in the 
Indianapolis (Marion) Circuit Court against the Vandalia Rail- 
road, to compel obedience to an order made a few weeks ago 
to have the company discontinue running freight engines back- 
ward between Indianapolis and Martinsville. The suit is to test 
the commission’s authority to make and enforce such an order. 


The Iowa Railway Commission, through George Cosson, 
attorney-general of that state, has forwarded a complaint to 
the Interstate Commerce Commission, alleging that all Iowa 
cities on the Mississippi river are discriminated against by 
the railways in that section in favor of Quincy, IIl., and St. 
Louis, Mo., and asking for reductions in freight rates in 
favor of the Iowa points. 


The Shreveport Chamber of Commerce has asked the Rail- 
road Commission of Louisiana to establish “reasonable rates 
and just joint through rates” on cotton:to New Orleans. The 
Chamber of Commerce claims that the railways are diverting 
cotton raised in Louisiana to Galveston, thus working an in- 
justice to Shreveport shippers who have trade connections in 
New Orleans and not in Galveston. 





COURT NEWS. 





Judge Smith McPherson of the federal court at Des Moines, 
Iowa, on September 16 dissolved the temporary order -recently 
obtained by the express companies in that state enjoining the 
railway commission from enforcing its order fixing express 
rates. He held that the state commission has the right to fix 
express rates, and the new tariff, which provides for reductions 
of approximately 15 per cent. from the present rates, will be- 
come effective October 31. 













Railway Officers, 





ELECTIONS AND APPOINTMENTS. 





Executive, Financial and Legal Officers. 


G. F. Tucker has been appointed auditor of the Gulf & Ship 
Island, with office at Gulfport, Miss., succeeding J. P. Pelham, 
acting auditor. 


Horace W. Clarke, second vice-president and general manager 
of the Denver & Rio Grande, with office at Denver, Colo., has 
resigned on account of ill health. 


W. J. Cunningham has been appointed auditor of disburse- 
ments of the Chicago Great Western, with office at Chicago, 
succeeding W. W. Vincent, resigned. 


Operating Officers. 


H. A. Hinshaw, traveling freight agent of the Oregon lines 
of the Southern Pacific at Portland, Ore., has been appointed 
assistant general manager of the Salem, Falls City & Western, 
with office at Dallas, Ore. 


T. F. Hickey has been appointed district superintendent of the 
Pullman Company, with office at Kansas City, Mo., succeeding 
H. Tolson, transferred to Dallas, Tex., as agent. C. Z. Magnan 
has been appointed agent at Galveston, Tex. 


A. W. Sullivan, general manager of the Missouri Pacific, hav- 
ing been granted a leave of absence, J. W. Higgins, assistant 
general manager at St. Louis, has been appointed acting general 
manager, succeeding Mr. Sullivan. 


Charles W. Van Horn, chief clerk to the general super- 
intendent of the Baltimore & Ohio, at Baltimore, Md., has been 
promoted to trainmaster of the Parkersburg branch, Monongah 
division between Parkersburg, W. Va., and Grafton, with office 
at Parkersburg. 


Traffic Officers. 


H. L. Richardson has been appointed fuel agent of the St. 
Louis & San Francisco lines, with office at Houston, Tex. 


A. W. Raybould has been appointed passenger agent of the 
Western Pacific, with headquarters at Salt Lake City, Utah. 


James Warrack, freight and passenger agent of the Union 
Pacific at Sacramento, Cal., has been appointed district freight 
and passenger agent, with office at Sacramento. 


E. E. Peacock, commercial agent of the Trinity & Brazos Val- 
ley at Dallas, Tex., has been appointed general agent, with office 
at Dallas, and his former position has been abolished. 


H. E. Heller, district freight and passenger agent of the Chi- 
cago, Burlington & Quincy at Philadelphia, Pa., has been ap- 
pointed general agent, with headquarters at Philadelphia. 


John W. Loud, freight traffic manager of the Grand Trunk 
and the Grand Trunk Pacific, with office at Montreal, Que., 
will be retired under the pension rules on September 30. 


T. J. Wall has been appointed general agent in the passenger 
department of the Canadian Pacific, with office at Spokane, 
Wash., succeeding George A. Walton, transferred to Chicago. 


T. C. Lutz has been appointed traveling freight agent of the 
Nashville, Chattanooga & St. Louis, with office at St. Louis, Mo., 
succeeding Anson T. Pratt, resigned to engage in other business. 


J. R. Bodenhamer, soliciting freight agent of the St. Louis 
Southwestern of Texas at Houston, Tex., has been appointed 
traveling freight agent, with office at Houston, and William Gray 


succeeds Mr. Bodenhamer. 


J. G. Bliss, soliciting freight agent of the .Cincinnati, New 
Orleans & Texas Pacific at Cincinnati, Ohio, has been appointed 
chief of the solicitation department in the general freight office, 
with headquarters at Cincinnati. 


George D. Hunter, general eastern traffic agent of the 
Texas & Pacific and the International & Great Northern, at 
New York City, has been appointed general passenger agent 
of the Texas & Pacific, with office at Dallas, Tex., succeeding 
E. P. Turner, resigned, effective October 1. 
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Russell S. Underwood, assistant division freight agent of the 
Erie Railroad, at New York City, has been appointed man- 
ager of the Mount Jewett Route, which will soon be put in 
operation by the Baltimore & Ohio and the Erie Railroad. Mr. 
Underwood's office will be at New York City. 


A. C. Ketcham, commercial agent of the Ann Arbor Rail- 
road at Toledo, has been appointed commercial agent, with 
office at Menominee, Mich., succeeding R. J. Wilda, resigned. 
E. W. Wells, contracting freight agent at Toledo, has been 
appointed traveling freight agent, with office at Toledo, suc- 
ceeding Mr. Ketcham, and J. W. Brady succeeds Mr. Wells. 


H. W. Landman, commercial agent of the Missouri, Kansas & 
Texas of Texas at Denison, Tex., has been appointed commercial 
agent, with office at Galveston, Tex., succeeding E. D. Chadick, 
resigned, and W. D. Morgan, commercial agent at Waco, Tex., 
succeeds Mr. Landman. Elbert Blair, traveling freight and pas- 
senger agent of the Texas Central at Waco, succeeds Mr. Morgan. 


R. J. Daniels has been appointed commercial agent of the 
Chicago, Milwaukee & Puget Sound, the Gallatin Valley, the 
Idaho & Western and the Tacoma Eastern, with headquarters at 
Aberdeen-Hoquiam, Wash., succeeding to the duties of A. J. 
Hillman, traveling freight agent at Tacoma, Wash., promoted. 
Samuel Wilson has been appointed export and import agent, 
with office at Seattle, Wash. 


F. R. Dunn, traveling freight agent of the Oregon- Washington 
Railroad & Navigation Company at Portland, Ore., has been 
appointed traveling freight agent of the Oregon lines of the 
Southern Pacific, with office at Portland, succeeding H. A. 
Hinshaw, resigned to accept service with another company. H. C. 
Oliver, traveling freight agent of the O.-W. R. R. & N. at 
Spokane, succeeds Mr. Dunn, and W. R. Skey, traveling pas- 
senger agent at Spokane, has been appointed traveling freight 
and passenger agent, with headquarters at Spokane. 


J. M. Breen, traveling freight agent of the Cleveland, Cin- 
cinnati, Chicago & St. Louis, at Pittsburgh, Pa., has been 
appointed traveling freight agent, with office in New York 
City, and P. G. Spence thas been appointed traveling freight 
agent, with headquarters at Boston, Mass. Gordon Alexander 
succeeds Mr. Breen. J. H. Pepper has been appointed traveling 
freight agent, with office at Winston-Salem, N. C., and the follow- 
ing have been appointed westbound agents: W. J. McDowell at 
Chicago; H. C. Shaw at Kansas City, Mo., and A. S. Morrill 
at St. Joseph, Mo. 


John B. Nessle, who has been appointed general coal and ore 
agent of the New York Central Lines, with office at Cleveland, 
Ohio, as was previously announced in these columns, was born 
June 20, 1869, in Mahoning county, Ohio. He received a com- 
mon school education and began railway work on December 20, 
1886, as a clerk and telegraph operator for the Pittsburgh & 
Lake Erie at Shannopin, Pa. The following year he was trans- 
ferred with the same title to Struthers, Ohio, and on April 21, 
1888, to Lowellville, Ohio. From 1889 to 1907, he was consecu- 
tively, agent at Struthers, Ohio; car tracer at Pittsburgh, Pa. ; 
freight agent at McKeesport, Pa.; commercial agent at Browns- 
ville, Pa., and general agent at Pittsburgh. He was promoted 
to assistant general freight agent on October 1, 1907, and in 
January, 1910, to general freight agent, with office at Pittsburgh, 
from which office he has just been promoted as above. 


J. R. Veitch, who has been appointed assistant general freight 
agent of the Chicago, Milwaukee & Puget Sound, with office at 
Seattle, Wash., as has been announced in these columns, was 
born November 1, 1875, at Cambridge, Ohio. He received a high 
school education, and began railway work in April, 1892, as an 
operator on the Pennsylvania, and was subsequently relief 
operator on the Baltimore & Ohio between Chicago and Wheel- 
ing; operator in the office of the superintendent of the Chicago, 
Milwaukee & St. Paul at Kansas City, Mo.; chief rate clerk in 
the traffic department of the St. Paul at Kansas City; chief clerk 
to the general freight and passenger agent of the Des Moines 
Northern & Western, now part of the St. Paul system, at Des 
Moines, Iowa, and commercial agent of the Chicago, Milwaukee 
& St. Paul at Des Moines. In 1900 he was made general agent 
of the Iowa Central at Indianapolis, Ind., and the next year had 
his jurisdiction extended over the Minneapolis & St. Louis and 
was transferred to Chicago. He was made assistant gener:! 
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freight agent of the Pere Marquette at Chicago in 1909, and later 
in the same year was appointed division freight agent of the 
Chicago, Milwaukee & Puget Sound at Portland, Ore., from 
which position he has recently been promoted as above. 


C. W. Bassett, whose appointment as assistant to the passenger 
traffic manager of the Baltimore & Ohio, with office at Baltimore, 
Md., has been announced in these columns was born May 25, 
1854, and began railway 
work in 1870. Previous to 
1872 he was a telegraph 
operator at Youngstown, 
Ohio, on the Atlantic & 
Great Western, now a 
part of the Erie Rail- 
road, and then for about 
two years was manager 
of the Western Union 
Telegraph office at Niles. 
From 1874 to 1884 he 
was ticket clerk of the 
New York, Pennsylvania 
& Ohio, and from 1876 
to 1884, was also ticket 
agent of the Pittsburgh 
& Lake Erie. In August, 
1884, he was appointed 
assistant general passen- 
ger and ticket agent of 
the Pittsburg & West- 
ern, now a part of the 
Baltimore & Ohio. He 
was promoted to general 
passenger agent of that road in January, 1886, and was appointed 
general passenger agent of the Baltimore & Ohio lines east of 
the Ohio river in June, 1902. 


Engineering and Rolling Stock Officers. 


Cc W. Bassett. 


J. B. Ingersoll, whose resignation as chief electrical engineer 
of the Spokane & Inland Empire at Spokane, Wash., has been 
announced in these columns, has been appointed electrical engi- 
neer of the British Columbia Electric Railway, with office at 
Vancouver, B. C. 





OBITUARY. 





F. H. Clarke, president of the Coos Bay & Oregon Central, 
which he had promoted to build a railway from Marshfield, Ore., 
to Roseburg, died at Portland, Ore., on September 12, at the age 
of 53 years. Mr. Clarke had been interested at different times in 
various railway projects, having organized the Oregon, Idaho 
& Eastern which was later absorbed by the company which 
planned to build the Coos Bay & Oregon Central. 


Thomas M. King, formerly vice-president of the Baltimore & 
Ohio, died on September 14 at his home in Irvington-on-Hudson, 
N. Y. Mr. King was born in November, 1843, at Freeport, Arm- 
strong county, Pa., and began railway work in 1858, as a clerk 
on the Allegheny Valley, now a part of the Pennsylvania Rail- 
road, and was later baggage master and conductor on the same 
road. From 1861 to 1864 he was in the United States military rail- 
way service. He was superintendent of the Pittsburgh division of 
the Allegheny Valley from 1868 to 1881, and was subsequently gen- 
eral superintendent of the Baltimore & Ohio, president of the 
Pittsburgh Southern, and the Pittsburgh Junction, which he 
built, and vice-president and general manager of the Pittsburgh 
& Western. From November, 1884, to November, 1899, he was 
second vice-president of the Baltimore & Ohio, and from Au- 
gust 1, 1893, to October, 1900, was also president ofethe Pitts- 
burgh & Western. From March, 1896, to October, 1900, was also 
receiver of the same road. Mr. King, in addition to serving as 
president and general manager of a number of subsidiary lines 
of the Baltimore & Ohio, had the direction of extension and de- 
velopment of terminals in Pittsburgh, Philadelphia, New York, 
Chicago, Brunswick, Md., and Bellaire, Ohio; the construction 
of the Baltimore Belt Railroad and tunnel and the bridge over 
Arthur kill, connecting New Jersey with Staten Island. 
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Equipment and Supplies, 





LOCOMOTIVE BUILDING. 





Tue East Broap Tor RAILroapD & CoAL Company has ordered 
one mikado locomotive from the Baldwin Locomotive Works 


Tue Bancor & Aroostook has ordered 6 ten-wheel locomotives 
from the American Locomotive Company. 


Tue Cuicaco, MempHis & GuLF has ordered one mogul and 
one American type locomotive from the Baldwin Locomotive 
Works. 


Tue WasASH, mentioned in the Railway Age Gazette of 
August 4 as being in the market for 15 consolidation and 5 switch- 
ing locomotives, has ordered this equipment from the American 
Locomotive Company. 


Tue Cuicaco, INDIANAPOLIS & LOUISVILLE, mentioned in the 
Railway Age Gazette of September 15 as being in the market for 
nine mikado locomotives, has ordered this equipment from the 
American Locomotive Company. 


Tue Lourstana Raitway has ordered one 54-ton Perry type 
locomotive from the Baldwin Locomotive Works. The cylinders 
will be 17 in. x 20 in., and the driving wheels 44 in. in diameter. 
The tender is to be equipped with a cast steel underframe and 
Commonwealth trucks. 


Tue St. Louts & SAN FRANCISCO, as mentioned in the Rail- 
way Age Gazette of August 18, has ordered 12 switching loco- 
motives for the St. Louis & San Francisco, and eight Pacific 
type locomotives for the Chicago & Eastern Illinois, from the 
Baldwin Locomotive Works. The general dimensions and special 
equipment of these locomotives are as follows: 


Switching : Pacific 
Simple or compound........ Simple Simple-superheater 
Weight on drivers.......... 154,500 Ibs. 166,000 Ibs. 
POUGU WEIBME® 6 c.0n.ct ec sicwesic's 154,500 Ibs. 260,000 Ibs. 








OS eee nena ree 20% in. x 26 in. 26% in. x 28 in. 
Diameter of drivers........ 51 in. 73 in. 
ECOG OE DOME S4:<:0.6 640 0d "ss Straight top Extended wagon top 
Working steam pressure.... 185 Ibs. 180 lbs. 
Heating surface, tubes...... 1,800.3 sq. ft. 3,387 Sa. £t. 
Heating surface, firebox..... 107.7: sq... £t. 200 sq. ft. 
Heating surface, total... 1,908 sq. ft. 3,587 sq. ft. 
Tubes; HUMBET «.< oo 0:< 6: 315 197 and 32. 
Tubes, outside diameter..... 2 a. 2% and 5% in. 
Wises, IGWMEE oecis o6.5:6.0:0,0:0:0 LE ft: 21 ft. ; 
PITeDOX, tYDE <c.0 b:0:0:6:die sien Wide Wide 
Pirenex, TONG 6.0 ic cic cccce 72 in. 108 in. 
PireGGe, WHE <oeccciecescs 68 in. 61 in. 
Firebox, material and maker. Otis steel Otis steel 
GEG DIOD 5515 2's. <.0.0 a6 wis 0ee-0: 33 sq. ft. @5 sq. ft. 
‘TERI CODSENY ..6<c ccc acters 6,000 gals. 9,000 gals. 
Coal CApaGIEY 6.66656 cceciccs 10 tons 16 tons 
Special Equipment. 
MOB ac duiinmiindisie cit ce Steel Steel 
TRO TION a ie 0:4: deCal eae sais Gollmar pneumatic Gollmar pneumatic 
BOMET TAGMINE 606s cb ccise nave Sectional magnesia Ehret sectional magnesia 
Oe Ree renee nerree New York air brake New York air brake 
PE CME aac 0060S aS saree Trussed beam Creco 
Brake shoes ...............Am. Br. Shoe & Fdy. Am. Br. Shoe & Fdy. 
CCIE Sc oh acteccdenen..  We@aadaanead Security brick type “H” 
ee eer oe Reeaee! + CS wteiwearwenwecs 
PIFIVING PORES 6 icc ceccice es Cast steel Cast steel 
PUG ENEMIN 6 46 oixik + 0id's Kle-siacere's Oil burner Pyle National electric 
BOONE vo ars. 5 cms c:6'6.06 Oe eceeiers Hancock lifting Simplex 
Journal bearings ...........- Hewitt bronze Hewitt bronze 
1 on Se a een tetra United States United States 
BAITS  VUGO 6 ks cccwtees Ashton Ashton 
Sanding devices ...'........ Brady Leach 
Sight-feed lubricators .... Nathan Nathan 
RII Ss eudaswsee-ee cases Rwy. Steel-Spr. Co. Rwy. Steel-Spr. Co. 
SHOVING 6 0.0 cdiccice sees cs: Tate flexible Tate flexible 
SCARE BONER 6 6.cccsiess casas Ashton Ashton 
Steam HESt €GuiNMent.....6.0 0 accscwcccace Gold 
COUMEOES Oca convenes ° \ aatgadénacas Schmidt 
DENNOE Sieibadde Geena ace as < Inter-Ocean Inter-Ocean 
EEO x ogra orn on eb oH ss Charcoal iron Charcoal iron 
UOUROEE Ss 6 < <'0-6 ea tace sees Stephenson Walschaert 
WGC! CONGEGE. 6.6.65 cc56.c-0 se: Cast steel Cast steel 





CAR BUILDING. 





TueE Lone IsLAnp is making inquiries for 50 suburban coaches. 

ea Koxomo, Marron & WESTERN has ordered six inter- 
urBan cars from the McGuire-Cummings Company. 

THE PENNSYLVANIA is making inquiries for 1,150 freight cars 
and from 75 to 100 steel passenger and baggage cars. 


Tue Cuicaco, Mempuis & Gutr Rarroap has placed orders 
for 100 freight cars, 1 caboose and 1 passenger coach. 
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THE GRAND TRUNK is said to have ordered 1,000 box cars 
from the Canadian Car Foundry, and is- said to be in the mar- 
ket for 20 flat cars. This item is not yet confirmed. 


Tue Cuicaco, InpIANAPOLIS & LovuISvILLE, mentioned in the 
Railway Age Gazette of September 8 as being in the market for 
1,000 all steel gondola cars of the company’s own design, has 
ordered this equipment from the American Car & Foundry Com- 
pany. The cars will be 40 ft. long inside, will weigh 40,000 Ibs., 
and will have a capacity of 100,000 Ibs. They will be built at 
St. Louis. The specialties are as follows: 





SE re ret Lee ry er: Steel 

DER GIN ke cin neue ene Simplex 

Ph ME i. 56s sauce sasende Simplex 

BS <CiSGbN bes Saab SE SLES SAO TE New York 

Brake beams ............0. Ajax 

SO RNOOE -k6cbsnseascn se Am. Brake Shoe & Fdry. 
PNEOEE "105s CRESS EKG De» ONS eR SESE Ganney 

IO MEE os on ckbse cs ke eeure National Dump Car Co. 
ge a ere ery McCord 

DOME knG4540sK5s08k%0546 6005008 Pittsburgh 

EES S6nh 656546 0NUE ESA DeRD SORE Am. Steel Foundries 
SUMDEIE > <0ubdbcnkw cus bwesS5h SRkEEE Am. Car & Foundry 


THE Frisco REFRIGERATOR LINE, mentioned in the Railway Age 
Gazette of September 15 as having ordered 2,500 refrigerator cars 
from the American Car & Foundry Company will distribute them 
as follows: The Chicago & Eastern Illinois will use 1,000, the 
New Orleans, Texas & Mexico 1,000 and the St. Louis & San 
Francisco 500. The special equipment will be as follows: 


EME cur sbeste sdbake ce sub ens ects 4% in. x 8 in. 
DEE cceSSKe ssp eCaSeEAS SES OR EE Cast steel 
ESE Se eer rae: New York 
i OE 5S 5 cc ses as bee heres Buffalo 
MOE cbse gaps cccnesecwa nea Streeter 
Rarer cree eee: Hewett 
OT Ree rer ry Simplex 
DCI Chinechinesaeaseeae nde Cardwell 
MES  cicccisetssacbaeeekvur Wood 
ee errr McCord 
_ EE Seer earn! Wood 
DOE Sscicbnbusedh evar oe Seuwe Railway Steel Spring Co. 
SE Kicnkeetssssdcednsandewess naar 
PUREE Gaaacvbbsscbscbabewseceewe Chilled 





IRON AND STEEL. 





Tue CANADIAN Pacific has ordered 1,200 tons of rails from the 
Illinois Steel Company. 


Tue Barttimore & Ouro has ordered 6,500 tons of rails from 
the Carnegie Steel Company. 


Tue Boston & Marine has ordered 280 tons of bridge steel 
from the Phoenix Bridge Works. 


Tue BuckHANNON & NorTHERN has ordered 4,500 tons of 
rails from the Carnegie Steel Company. 


Tue HuMMELSTOWN & CAMPBELSTOWN has ordered 1,000 tons 
of rails from the Pennsylvania Steel Company. 


Tue Boston & ALBANY has ordered 4,000 tons of steel for the 
bridge at Worcester, Mass., from the Pennsylvania Steel Com- 
pany. 


THe PENNSYLVANIA Lines WEsT are in the market for 5,000 
tons of structural steel for grade separation work at Cleveland, 
Ohio. 


Tue Et Paso & SouUTHWESTERN has ordered 16,000 tons of open 
hearth rails frem the Colorado Fuel & Iron Company for laying 
the Fairbank-Tucson, Ariz., extension and for road repairs. 


Tue HASKELL & BARKER Company, Michigan City, Ind., has 
ordered 326 tons of structural steel for the new power plant at 
Michigan City, mentioned in the Railway Age Gazette, of May 5. 


THe New: York CENTRAL has divided orders among three 
manufacturers for 1,225 tons of structural steel, including 500 
tons for the New York terminal, 500 tons for signal bridges, and 
225 tons for the bridge at Watertown, N. Y. 


GENERAL CONDITIONS IN STEEL.—It is believed that the steel 
trade for September will hold as good as last month, but it is not 
doubted that reductions in prices will be made to get the business. 
Steel bars have already sold at $1.10, which is 15 cents below 
the official price, and one order of structural steel at $1.30 
Pittsburgh has been reported. It is not likely that the informal 
conferences of the steel interests will result in anything definite 
so far as prices-are concerned on account of the attitude of the 
government toward any attempt to control prices. 
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Supply Trade News. 


The American Rolling Mill Company, Middletown, Ohio, has 
started up its new $4,000,000 East Side Works. 

The International Oxygen Company, New York, has moved 
its offices from 68 Nassau street to 115 Broadway. 

The Oregon Short Line has ordered 400 tons of culvert pipe 
from the U. S: Cast Iron Pipe & Foundry Company, New York. 

The M. Mitshkun Company, Detroit, Mich., has purchased the 
old Blue Line Car Works, which occupy about eight acres of 
land. 

The Electric Properties Company, New York, has moved its 
offices from 165 Broadway to 10 Bridge street, where Westing- 
house, Church, Kerr & Company, of which it is the holding 
company, is now located. 

James A. Lister, manager of the Chicago office of the Pitts- 
burgh Testing Laboratory, Pittsburgh, Pa., has resigned, to be- 
come the manager of the bridge, structural steel and cement 
departments of the Hildreth-Jones Company, Chicago. 

The American Car Seal Company, South Bend, Ind., has been 
incorporated with $40,000 capital stock to manufacture the “Du- 
plax” car seals. The officers of the company are as follows: 
Barney C. Smith, president; Alfred K. Collins, first vice-presi- 
dent; Harry I. Lahr, second vice-president; Charles H. Jackson, 
treasurer; and Edward Collins, secretary. 








TRADE PUBLICATIONS. 





ELectric Meters.—The Westinghouse Electric & Manufactur- 
ing Company, East Pittsburgh, Pa., has issued Folder 4217, de- 
scribing its type C watt-hour meters; also Folders 4215 and 4216, 
describing switchboard meters for alternating and direct current 
service. 

San Pepro, Los Anceres & Sart LAke.—The passenger de- 
partment of the San Pedro, Los Angeles & Salt Lake has issued 
an illustrated folder entitled The Touring Two, describing in 
“travelougue” form, the points in southern California reached by 
the Salt Lake route. 


RECORDING INSTRUMENTS.—The Bristol Company, Waterbury, 
Conn., has issued catalog No. 160, which is a condensed catalog 
of its recording instruments for pressure, temperatures, electricity, 
speed, time, etc. It contains 64 pages, is well illustrated and gives 
the list prices of the instruments mentioned. 

Cram SHELL Buckets.—The Hayward Company, New York, 
has issued pamphlet No. 564, illustrating and describing its im- 
proved class “E” type of clam shell bucket. This company has 
also published pamphlet No. 575, containing a number of photo- 
graphs showing some unusual feats being performed by its 
buckets. 


Brake Starrs.—The U. S. Metal & Manufacturing Company, 
New York, has issued a small folder illustrating and describing 
the Feasible drop brake staff. This brake staff can be easily 
raised or lowered with the brakes applied or off, when lowered 
it does not extend beyond the stake pockets. It is adapted to the 
end sills of logging cars, and drop-end gondola cars. 


STEAM TURBINES AND CENTRIFUGAL MACHINERY.—The De 
Laval Steam Turbine Company, Trenton, N. J., has issued a 
32-page booklet illustrating and describing briefly its single stage 
turbines ; turbine-driven centrifugal pumps; velocity staged direct- 
connected turbines; multi-stage impulse geared and direct-con- 
nected turbines; motor and belt-driven centrifugal pumps; multi- 
stage centrifugal air compressors; and De Laval speed reduction 
gears. 


Narrow-Gace Locomotives.—The C. W. Hunt Company, 
West New Brighton, N. Y., has devoted its catalogue No. 11-5 to 
its narrow-gage storage battery locomotives, combination storage 
battery and trolley locomotives and trolley locomotives for han- 
dling trains of industrial railway cars. These locomotives are 


intended to be used in and around shops, foundries, etc., where 
heavy material is to be moved on cars, and where simplicity 
of operation and cheapness of maintenance are more desirable 
than speed. The regular gage is 21% in., and the locomotives 
will easily run around curves of 12 ft. radius. 
included. 


Illustrations are 
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Railway Construction. 





New Incorporations, Surveys, Etc. 


Arizona Roaps.—The Arizona & Nevada Copper Company is 
making plans, it is said, to build a 15-mile line from Hillside, 
Ariz., to the company’s property in the western part of Yavapai 
county. 


ATLANTIC, OKEECHOBEE & GuLF.—A contract has been given 
to the W. K. Palmer Company, engineers, Kansas City, Mo., it 
is said, for preliminary work on this line, projected from 
Tampa, Fla., south to Fort Lauderdale. H. C. Ferriot, president, 
and H. M. McElroy, chief engineer. Tampa. (January 27, p. 
183.) 


CALIFORNIA Roaps (Electric).—A line is to be built, it is said, 
from Los Angeles, Cal., northwest to San Fernando, about 25 
miles. H. J. Whitley is interested. 


CALIFORNIA TERMINAL.—Incorporated in California with $500,- 
000 capital to build through Marin county to Sacramento. The 
proposed line, with branches, will be 118 miles long. The di- 
rectors include C. W. Conlisk, W. M. Rank and R. A. Morton. 
R. M. Hotaling, San Francisco, is said to be back of the project. 


CanapIAN Paciric.—According to press reports, this com- 
pany will double-track the line from Adirondack Junction, Que., 
east via St. Johns to Farnham. The bridge crossing Richelieu 
river will be widened. 


CENTRAL Raitway oF CANADA.—An officer writes that a con- 
tract has been given to C. J. Wells & Son, 28 Victoria street, 
Westminster, England, to build from-Montreal, Que., to Ottawa, 
Ont., and Midland. Track has already been laid on 13 miles. 
The work calls for putting up two steel bridges. The company 
has been given a land grant of 12,000 acres a mile for 110 miles, 
payable as each 20 miles of the railway is completed. The line 
is being built to carry grain, ore and lumber. A. Campbell, 
president, Ottawa, and Walter Shanley, chief engineer. 


CENTRAL oF GeEorGiA.—The report of this company for the 
year ended June 30, 1911, shows that 113 new side and spur 
tracks, including additions to yards, aggregating 16.15 miles, 
were constructed, and 33 side and spur tracks extended, aggre- 
gating 2.94 miles, a total of 19.09 miles. During the year 1.72 
miles of side and spur tracks were removed or shortened. (See 
Macon, Ga., under Railway Structures.) 


Cuicaco, LANCASTER & La Crosse (Electric)—The Twentieth 
Century Transportation Company has been incorporated in 
South Dakota with $1,000,000 capital, to build a double-track 
electric line from Chicago, Ill, northwest via Elgin, Rockford, 
Warren, Shullsburg, Wis., Platteville, Lancaster, Bloomington, 
Patchgrove and Bagley, thence across the Mississippi river, 
northwest to Decorah, Iowa, continuing north to Chatfield, 
Minn., then northwest via Zumbrota and Cannon Falls to Min- 
neapolis, about 420 miles. Under the name of the Twin Cities 
& Dakota Southern, it is proposed eventually to build via 
Watertown, S. D., and Pierre to Rapid City, about 600 miles. 
The principal office will be at Pierre. E. Norwood, president, 
Winona, Minn. The incorporators include: J. A. Holmes, 
Pierre, S. D.; F. A. Wenzel, J. McDonald, F. S. Orton, 
J. Brenner and R. Baile. 


Cotorapo Roaps.—Plans are being made to build a line from 
Grand Junction, Colo., through Mesa county to the Paradox 
country. Carman Layton, associated with Denver and eastern 
capitalists, is back of the project. 


Denver, LARAMIE & NorTHWESTERN.—According to press re- 
ports, all the right-of-way has been secured and construction work 
is to be started at once on the extension from Greeley, Colo., 
northwest to Severance, nine miles. (August 18, p. 356.) 


Et Paso & SouTHWESTERN.—An officer writes that a contract 
has been given to Lee Moore, El Paso, Tex., for reconstructing 
10 miles of line between Lewis Springs, Ariz., and Fairbanks. 
Subcontracts have been let by MacArthur Brothers.Co., New 
York, for work on the extension being built between Fairbanks, 
Ariz., and Tucson, 67 miles, as follows: To Vosburgh & Carlson ; 
Reiwitz 


Construction Co.; Foster & Doll; Blumenkranz & 
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Meyser; Ely Construction Co.; Beisel & Glenn, and Crook, Allen 
& Co. (September 8, p. 493.) 


EurauLta & CHATTAHOOCHEE VALLEY.—According to press re- 
ports, the construction of this road is assured. The company 
has a capital of $100,000, and plans to build from Eufaula, Ala., 
north to some point in Russell county, where connection is to 
be made with the Seaboard Air Line. A line will also be built 
from Eufaula, south to points in Henry county to connect with 
the Atlantic Coast Line. J. P. Foy, president; A. H. Merrill, 
is vice-president, and W. L. Wild is secretary and treasurer, 
Eufaula. 


FarrcHILD & NorTHEASTERN.—An officer writes that contracts 
are to be let soon to build an extension west into Trempeleau 
and Buffalo counties, Wis. The work includes putting up one 
34-ft. steel bridge. The line is now in operation from Fairchild, 
northeast to Owen, 38 miles. 


GREAT NorRTHERN.—An officer writes that as soon as the neces- 
sary right-of-way can be secured and arrangements are made 
regarding the location of the state highway, construction work 
will be started on the line from Wenatchee, Wash., northeast to 
Pateros, about 60 miles. The line from Oroville south to 
Pateros along the Columbia river has been built. Bids will be 
received at once to build a branch from the main line at Bluestem, 
Wash., northwest, via Peach, about 40 miles. (September 1, 
p. 453). 


GrorcIA RaiLway & Power Company.—lIncorporation has been 
asked for by this company in Georgia with $27,000,000 cap- 
ital, to operate about 200 miles of railway in De Kalb and 
Fulton counties, Ga. The company plans to build or buy, lease 
and acquire lines of street and suburban railways with their fran- 
chises, in the cities and towns of Atlanta, East Point, College- 
park Haneville, Stone Mountain, Clarkston, Decatur, Eastlake, 
Lakeview, Oakhurst and Kirkwood. The incorporators include: 
Charles Magee, G. A. Kingston. and R. Mathison, all of Toronto, 
Ont.; J. J. Spalding, G. W. Adair and A. C. King, of Atlanta 
and its suburbs. 


GitmoreE & PittspurcH.—A contract has been given by this 
company for constructing large stock yards at Salmon City, 
Idaho. It is understood that yards will also be constructed at 
Gilmore, and Leadore, Idaho, and at Grant, Mont. 


Grand Trunk Paciric.—According to press reports, a grad- 
ing contract has been given to Rigby, Hylande& Plummer, Win- 
nipeg, Man., to build from Harte, Man., southwest to Brandon, 
23 miles. 


INTERCOLONIAL RatLwAy.—Bids are wanted by L. K. Jones, sec- 
retary of the Department of Railways and Canals, Ottawa, Ont., 
until October 2, for constructing a yard at Moncton, N. B., 
and cut-off for the Intercolonial Railway. Bids are wanted by 
L. K. Jones, Ottawa, until October 12 for building a branch from 
a’ point on the Intercolonial, near Alba, N. S., to Baddeck, 22.7 
miles. 





Kansas City & Mempuis.—Financial arrangements are said 
to have been made to complete this road. The company now 
operates a line from Rogers, Ark., southwest to Siloam Springs, 
31 miles, which is to be extended west to Wagoner, Okla., 65 
miles. A line is also in operation from Cave Springs to Elm 
Springs, four miles, which is to be extended east to Memphis, 
Tenn., 280 miles, and the Eastern division, now in operation 
from Freeman, Ark., to Monte Ne, seven miles, is to be extended 
to Ovid, 19 miles. 


Kansas City, Cray County & St. JosepH.—Organized in 
Maine with $5,200,000 capital, to build or acquire railways in 
Maine. Charles M. Hammond, president; W. B. Hammond, 
treasurer, and J. H. Brummond, clerk, all with headquarters at 
Portland, Me. 


KENTUCKY SOUTHWESTERN. ELecTric Ramway, Licut & 
Power Company.—Incorporated in Kentucky to build an elec- 
tric line from Uniontown, Ky., via Sturgis, Marion, Smithland, 
Paducah, Mayfield, Columbus, Clinton and Union City to Hick- 
man; also, from Mayfield to Murray, in all, about 160 miles. 
Contracts are to be let next spring for grading, track laying, 
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etc. The line is expected to find a traffic in coal, tobacco, cot- 
ton and grain. H. C. Rhoades, president, and W. A. Calhoun, 
chief engineer, Paducah. 


LarRAMIE, Haun’s Peak & Paciric.—Track laying has been 
finished southwest of Fox Park, Wyo., it is said, to North Gate, 
Colo., 20 miles. It is expected that the line will be completed 
to Walden by October 1, and to Hebron, 50 miles from Fox 
Park this year. (August 4, p. 269.) 


LarNep & NorTHWESTERN.—An application has been filed with 
the Public Utilities Commission of Kansas by this company 
to issue $5,000,000 in bonds for the purpose of beginning con- 
struction. The line is to be built from Almena, Kan., south to 
Coldwater, about 180 miles. Address T. V. Wardall, Pratt, Kan. 


MiIpLanpD VALLEY.—According to press reports, work has been 
finished on the extension built under the name of the Wichita 
& Midland Valley, from Arkansas City, Kan., northwest to 
Wichita, 55 miles, and the line will soon be put in operation. 
(June 30, p. 1714.) 


Missourl, AKLAHOMA & GuLr.—Surveys have been made for 
an extension from Henrietta, Tex., to Oklahoma City, Okla., 
through Shawnee. The .company will begin work surveying 
the proposed line to Pittsburg, Kan., to connect with the Kan- 
sas City Southern Railroad at once. 


NATIONAL RaiLways OF Mexico.—An officer writes that this 
company completed improvement work August 1 on the line 
from Acambaro, Guanajuato, to Uruapan, Michoacan. This 
work consisted of 140 miles of main line, of which 39 miles was 
new construction, owing to change in location, and 101 miles was 
change of gage from narrow to broad gage. In addition, the 
company has grade reduction work under way from Metepec, 
Hidalgo, to San Lorenzo, 25 miles, on the Interoceanic; 20 
miles of the work was finished up to September 1. 

Work is now under way on the following branch lines: 

Durango, Durango to Llano Grande, 60 miles, track has been 
laid on 13 miles. This branch will open up fine tracts of pine 
timber. 

Canitas, Zacatecas, to Durango, 230 miles, with a branch to 
Sombrerete, 5.5 miles. 

Penjamo, Guanajuato, on the Guadalajara branch, to Ajuno, 
Michoacan, on the Uruapan branch, 85 miles, track has been laid 
on 12.5 miles. 

Oaxaca, Oaxaca to Tlacolula, 20 miles, track has been laid on 
16.5 miles. This is a branch of the Mexican Southern and is 
being built to open up a large lead mine country. 

Mile post 12.5 on the Cerro Colorado branch of the Vera Cruz 
_ & Isthmus, to Cosamaloapam, 15 miles, track has been laid on 
12.5 miles. The Cerro Colorado branch starts at Brisbin sta- 
tion. This extension is being built. to develop a fine sugar 
country. ; 

Rives, on the main line of the Vera Cruz & Isthmus, to 
San Andres Tuxtla, 45 miles, track has been laid on 24 miles. 


This line is being built to reach the tobacco growing district of 


Mexico. 


NorTHERN Paciric.—According to press reports, bids are to be 
asked for at once to build a branch from Glendive, Mont., to 
Sidney, about 60 miles. 


OKLAHOMA NOoRTHWESTERN.—An officer writes that surveys 
are now being made from. Watonga, Okla., northwesterly along 
the south side of the North Canadian river. The company was 
recently organized to build from Oklahoma City, northwest to 
Woodward, about 150 miles, and will probably build through 
the towns of El Reno, Watonga, Canton, Seiling and Mutual. 
It has not yet been definitely decided whether steam will be 
used for the motive power or electric cars. Edward A. Wagener, 
president, Oklahoma City; W. H. Wood, chief engineer, Den- 
ver, Colo., and Watonga, Okla. (September 8, p. 493.) 


Orecon E.ectric.—Bids are in for building an extension, it is 
said, from Salem, Ore., south to Albany, about 30 miles, and 
the work will be started at once. The line is eventually to be 
extended further south to Eugene. 


OrEGON- WASHINGTON RarLroap & NAviGATION Company.—The 
North River extension, from Cosmopolis, Wash., south for about 
12 miles, will be opened for traffic, it is said, on September 23. 
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Paciric ELectric.—A contract has been given to Robert Sherer, 
Los Angeles, Cal., it is said, for building from a point near Watts 
to a connection with the Los Angeles-Redondo line near 
Los Angeles. 

Construction work has been authorized on the line from 
Corona, Cal., to a connection with the present Riverside system, 
about five miles. 


Paciric ELectric.—This company was recently incorporated in 
California with $100,000,000 capital, and is a-consolidation of 
eight existing lines. Extensions will be built from San Fer- 
nando valley to Santa Barbara, with a branch to San Fernando; 
from Santa Ana to San Diego; from Santa Monica to Ventura 
and many smaller extensions. W. F. Herrin and Epes Ran- 
dolph, of the Southern Pacific are incorporators. (See an item 
in Railway Financial News.) 


Paciric, Trans-Canapa & Hupson Bay.—Under this name 
a company will ask for incorporation in Canada to build from 
Edmonton, Alb., north to Athabasca Landing, thence via 
Wabasca to Fort Smith, on Slave river; also to build from 
Wabasca, east to Fort McMurray, on Athabasca river, thence 


to either Fort Churchill or Port Nelson, on Hudson bay, and 
from the crossing of the Wabasca river west of Peace river 
crossing, West via Laurier pass to Prince Rupert, B. C., or 


Portland canal, on the Pacific coast. Smith & Johnston, Ottawa, 


Ont., are solicitors for applicants. 


QuanaH, AcmE & Paciric.—Financial arrangements have been 
made to extend this road from Paducah, Tex., west via Roswell, 
N. Mex., to El Paso, Tex., about 308 miles. The line is now in 
operation from Quanah, west to Paducah, 43 miles. (April 14, 
p. 912.) 


St. Louis, Iron Mountain & SouTHERN.—<An officer is quoted 
as saying that the work of relaying the tracks of the water grade 
line between Memphis, Tenn., and Ferriday, La., with 85-Ib. rail, 
widening the embankment and ballasting the roadbed, has been 
completed. This portion of the St. Louis-New Orleans line of 
the Iron Mountain will be used jointly by the Frisco and the 
Iron Mountain under a trackage agreement adopted some time 
ago. The new line extending from West Memphis, Ark., to 
Marianna is expected to be ready for operation by December 15. 


San Jose Terminat (Electric)—Incorporated in California 
with $25,000,000 capital, to build from San Jose, Cal., to tide- 
water at or near Alviso, eight miles. Also, to operate steam- 
ships or other vessels between Alvisco and San Francisco. 
M. J. Gardner, Stockton; H. H. McCloskey, San Francisco; 
J. A. Mehling, H. Center and V. Keech, San Jose, are directors. 


SAN Pepro, Los AnceLEs & Satt Laxe.—<According to press 


‘reports, plans have been made to build about 100 miles of new 


line from San Bernardino, Cal., through the Cajon pass to Dag- 
gett. At present the company uses the Santa Fe tracks between 
these two places. i 


SKANDINAVIAN RaIrLroap.—An officer writes that this company 
was incorporated to build through a part of Pipestone and Mur- 
ray counties, Minn. Connection is to be made with the Great 
Northern at a point near Ruthton, from which place the line 
will be built east to a point near Lake Shetek, Murray county, 
about 20 miles. The prospects of building the line are good. The 
principal commodities to be carried are grain, dairy products 
and merchandise. John Bond, president; C. G. Peterson, vice- 
president; J. Hall, secretary, and A. Swanson, treasurer, all 
at Marshal, Minn. 


SouTHERN Paciric.—A contract has been given to Walter 
Condron, Marshfield, Ore., for construction work in connection 
with a change of route at Coquille. 


TENNESSEE Roaps (Electric).—Plans are being made to or- 
ganize a company to build a line from Jonesboro, Tenn., north- 
east to Johnson City, seven miles. A. P. Shipley, secretary of 
the board of trade, Jonesboro, may be addressed. 


Texas Roaps (Electric)—A grading contract has been given 
by the Stone & Webster interests, it is said, for work on a 
line between Fort Worth, Tex., and Cleburne to the Texas 
Building Company, Fort Worth. The work is to be started at 
once and completed within 90 days. (July 7, p. 65.) 
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Twin Cities & Dakota SouTHERN.—See Chicago, Lancaster 
& La Crosse (Electric). 


WENATCHEE TRACTION.—A line is to be built, it is said, from 
Cashmere, Wash., south, following the Columbia river, to Bev- 
erly. The company plans to build about 100 miles of line. L. W. 
Pratt, president. 


Wicuita & MIDLAND VALLEY.—See Midland Valley. 





RAILWAY STRUCTURES. 





ABERDEEN, WAsSH.—The Oregon-Washington Railroad & Navi- 
gation Company will put up freight stations, it is said, at Aber- 
deen and Hoquiam, to cost $30,000. 

The Oregon-Washington Railroad & Navigation Company has 
finished work on the drawbridge over the Chehalis river at Aber- 
deen, and the structure is to be placed in service on September 23. 
The work cost about $200,000. 


AupBurn, WasH.—The contract for putting up the coaling sta- 
tion, roundhouse and terminal buildings for the Northern Pacific, 
at Auburn, has been given to Kelly Brothers, Auburn, at about 
$100,000. (September 15, p. 545.) 


BREWSTER, OuHI0.—The annual report of the Wheeling & Lake 
Erie for the year ended June 30, 1911, shows that bridge 
reconstruction work to replace old structures of light design 
with bridges of heavier construction is to be carried out as 
follows: The reinforcement of E-35 truss bridges, also the 
replacement of E-35 truss bridges with E-60 type bridges, 
between Brewster, Ohio, Terminal Junction and Mingo; re- 
placement of E-35 girder bridges with E-60 type bridges, also 
the replacement of principal wooden trestles with steel bridges 
and masonry, between Toledo, Brewster and Terminal Junction, 
and the replacement of miscellaneous steel bridges on the 
Cleveland division, including reconstruction of stone abutments 
now in poor condition. See comment on the annual report else- 
where in this issue. 


CLEVELAND, Oun10.—The Cleveland, Cincinnati, Chicago & St. 
Louis is constructing a fruit auction house at Cleveland to 
cost approximately $30,000. The structure will be one and two 
stories high, of brick, concrete and steel construction and 44 it. 
x 286 ft. over all. The first story will be used for the receipt 
and display of fruit, and the second story will contain the offices 
and auction room. 


CoNCRETE, WasH.—The Great Northern, it is said, will start 
work soon on a new station at Concrete. 


CUMBERLAND, Mp.—The Baltimore & Ohio has given a contract 
to P. Farrell, Cincinnati, Ohio, to remodel the Queen City hotel 
in Cumberland. The east end of the building is to be used for 
hotel purposes and the west end for a passenger station. A new 
baggage and express building is to be built in the rear and a 
subway will be constructed at Harrison street. 


Denver, Coto.—The Union Pacific, the Denver & Rio Grande, 
the Colorado & Southern, the Chicago, Burlington & Quincy, 
the Atchison, Topeka & Santa Fe and the Chicago, Rock Island 
& Pacific, the present tenants of the Union Depot & Terminal 
at Denver, propose to form a Union Depot Company for the 
purpose of enlarging and improving the present terminal, each 
company owning an equal interest. Estimates of the cost of the 
work have been completed and submitted to each company. 
Mr. Post of the Union Pacific has been appointed by the com- 
mittee of engineers representing the railways, to prepare plans 
for the new work. 


Etwoop City, Pa.—The Pittsburgh & Lake Erie and the Balti- 
more & Ohio are preparing plans for a joint passenger station 
to cost approximately $25,000. 


GutTuriz, Ky.—The Louisville & Nashville is remodeling its 
passenger station at Guthrie. The work is being done by the 
company’s force. 


HarpmMan, W. Va.—An officer of the Baltimore & Ohio writes 
‘that the work at Hardman and Rowlesburg is part of the im- 
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provement plan now under way in West Virginia. At both 
these places helper stations and yard room for the helper engines. 
are being installed. At Hardman a tipple will be erected to 
coal the engines and a small machine shop will be built for light 
repairs. 


Hoguiam, WasH.—See Aberdeen, Wash. 


JEFFERSONVILLE, INpD.—The state railway commission of In- 
diana has issued an order directing the Cleveland, Cincirinati, 
Chicago & St. Louis to build a passenger station at Jeffersonville. 


KeEenneE, N. H.—The Boston & Maine is putting up a steel bridge 
at Keene. 


Macon, Ga.—The annual report of the Central of Georgia, 
for the year ended June 30, 1911, shows that new bridges were 
put up as follows: A 119-ft. deck riveted truss on old piers at 
Hatchet creek, and a 58-ft, also a 30-ft. deck plate girder 
erected on old masonry, and new creosoted piles and timber 
abutment built last year at A-38 between Columbus and Birming- 
ham, Ala. Two new 60-ft. deck plate girders were erected on 
three concrete piers built last year at Upatoi creek, between 
Columbus and Americus. A 65-ft. through plate girder was. 
erected on existing piers at Rock creek, between Chickamauga 
and Durham, and 8,166,619 ft. of timber (board measure), were 
used in repairing, renewing and constructing bridges and tres- 
tles. Twelve trestles, aggregating 1,386 ft. of track, or 0.262 
miles, were filled with earth and suitable waterways provided; 
and another trestle was partly eliminated. The following struc- 
tures were relocated: One 103-ft. and one 158-ft. deck truss, 
removed from Chattahoochee river between Columbus and 
Birmingham, Ala., were reinforced and erected on concrete piers. 
built last year at Hard Labor creek, between Macon and Athens; 
two 158-ft. deck trusses removed from Chattahoochee river 
between Columbus and Birmingham, were reinforced and erected 
on concrete piers built last year, one 47-ft. deck girder removed 
from Ogeechee canal at Savannah, and five chords removed from 
the old Tallapoosa bridge between Columbus and Birmingham 
were erected on concrete piers at Apalachee river betweem 
Macon and Athens. A 150-ft. deck truss was removed from 
the Chattahoochee river and a 60-ft. deck plate girder removed 
from A-38, between Columbus and Birmingham, were reinforced 
and erected on concrete piers built last year at Oconee river 
between Macon and Athens. The new shops at Macon were 
completed and put in operation during the year. 


Minoo, Ounto.—See Brewster, Ohio. 


Minot, N. Dax.—The Minneapolis, St. Paul & Sault Ste. Marie 
has completed plans and has asked for bids on a brick passenger 
station to cost about $75,000. The main building will be 56 ft. 
x 90 ft., two stories high; the baggage and express room 75 
ft. x 30 ft. one story high; the covered way 80 ft. x 35 ft.; 
the building over all 250 ft. x 56 ft. 


Omaunua, Nes.—The Chicago, St. Paul, Minneapolis & Omaha, 
it is reported, has let the contract for building a brick round- 
house in Omaha. 


PALESTINE, TEX.—The shops of the International & Great 
Northern were damaged by fire with an estimated loss of $60,000. 


PASADENA, CaL.—A new bridge is to be built jointly by the 
Atchison, Topeka & Santa Fe, the San Pedro, Los Angeles & 
Salt Lake, and the city of Pasadena, at Columbia street, to cost 
$16,000. 


Ross, WAsH.—Plans are being made by the Northern Pacific, 
it is said, for building a bascule bridge with a 150-ft. open span, 
over the Lake Washington canal at Ross. 


Row .essurc, W. Va.—See Hardman, W. Va. 
TERMINAL JUNCTION, OHI0.—See Brewster, Ohio. 
ToLepo, Ou1o.—See Brewster, Ohio. 


Winnirec, Man.—A contract has been given by the Canadian 
Pacific, it is said, to John Gunn & Son, Winnipeg, for putting 
up a brick and reinforced concrete annex to the Main street sta- 
tion at Winnipeg. The building is to be four stories high, 80 ft. 
x 300 ft. W. M. Kellogg & Co. has been given a contract for 
putting up a concrete stack. 
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Bay or Quinte.—See Canadian Northern. 


CANADIAN NorTHERN.—This company is making arrangements 
to acquire the Bay of Quinte Railway, which runs from Ban- 
nockburn, Ont., on the Central Ontario to Harrowsmith Junc- 
tion, 63 miles, from which point it has trackage rights to 
Kingston, over the Kingston & Pembroke. It also owns a 
branch to Deseronto and one to Sydemham. 


CENTRAL OF GEORGIA.—See comments elsewhere in this issue on 
the annual report for the fiscal year ended June 30, 1911. 


CuicAco-MiLwauKEE Exectric.—The reorganization plan, it is 
said, has been completed, and it is proposed to form a new 
corporation under the laws of Illinois to buy the property of 
the old Illinois company and the old Wisconsin company. 
This new company will be authorized to issue $4,000,000 first 
mortgage 5 per cent. bonds, $4,000,000 4 per cent. first income 
bonds, $5,000,000 4 per cent. second income bonds, and 
$6,000,000 stock, all of one class. 


Cuicaco, MitwauKEE & St. Paut.—This company has bought 
for $681,541 the Duluth, St. Cloud, Glencoe & Mankato, which 
runs from Albert Lea, Minn., to St. Clair, 39 miles. It is 
understood that the St. Paul held a mortgage on the line for 
the full purchase price. 


CINCINNATI, BLurrTon & Cuicaco.—Judge Cook has denied the 
petition of the Union Trust Company of Indiana to reduce 
the upset price of $800,000, which was fixed for the fore- 
closure sale. 


CINCINNATI, GEORGETOWN & PortsmouTH.—This company and 
the Ohio River & Columbus have been consolidated, and the 
Ohio River & Columbus, it is said, is to be electrified. The 
Cincinnati, Georgetown & Portsmouth runs from Cincinnati, 
Ohio, to Russellville, 49 miles, and the Ohio River & Colum- 
bus runs from Ripley, Ohio, to Sardinia, 23 miles. 


Cincinnati, Hamitton & Dayton.—An attachment against this 
company has been granted by Judge Gavegan for $200,000, said 
to be the balance due for commission on the sale in 1904 to 
the Cincinnati, Hamilton & Dayton of 100,000 shares of stock 
of the Pere Marquette. 


DELAWARE & EastTern.—The bondholders’ organization plan, 
which has been submitted to the New York Public Service 
Commission, Second district (state), provides for the organi- 
zation of a new company, the Delaware & Northern, with 
authorized stock of $1,250,000, of which $250,000 is to be 6 
per cent. cumulative preferred. Bondholders are assessed 25 
per cent. of the par value of their bonds and are to receive 
common stock in exchange for the bonds they now hold. [It 
would appear that bondholders are also to receive preferred 
stock in exchange for their assessment. ] 


DELAWARE & NorTHERN.—See Delaware & Eastern. 


Denver & Rio GRANDE.—A special meeting of stockholders is to 
vote on October 16 on the question of increasing the board of 
directors from nine to 11. 


DututH, St. Croup, GLeENco—E & Manxato.—See Chicago, Mil- 
waukee & St. Paul. 


FitcHBurG RatLtroap.—The stockholders of this subsidiary of the 
Boston & Maine are to vote on September 27 on the question 
of authorizing $1,350,000 bonds, of the proceeds of which 
$100,000 will be used to retire $100,000 Brookline & Pepperell 
5 per cent. bonds maturing December 1, 1911, and the remainder 
to provide for additions and improvements. 


Houston Bett TerminaL.—The New York Stock Exchange 
has listed $2,070,000 first mortgage 5 per cent. bonds, due 
1937. 


Louistana & NortH West.—Stockholders are to vote on the 
question of authorizing $1,860,000 3-year 5 per cent. notes, 
to be secured by $3,100,000 first mortgage bonds, dated April 1, 
1905. The road runs from McNeil, Ark., to Natchitoches, 
La., 120 miles. 
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New Orteans, Texas & Mexico.—See St. Louis & San Fran- 
cisco. 


Ou1o0 River & CoLtumBus.—See Cincinnati, Georgetown & Ports- 
mouth. 


Paciric Exectric.—This company has taken over and consoli- 
dated the lines of the Pacific Electric; Los Angeles & Inter- 
urban; Los Angeles Pacific; Los Angeles & Redondo; San 
Bernardino Interurban; San Bernardino Valley Traction; 
Riverside & Arlington, and the Redlands Central. The cap- 
ital stock of the new company is authorized to the amount of 
$100,000,000. The company now operates about 875 miles of 
track in the vicinity of Los Angeles. 


PLACERVILLE & Lake Tanor.—This company, which operates a 
lumber road from Placerville, Cal., to Camino, about 7 miles, 
has been sold under foreclosure to C. D. Danaher for $450,000. 
This price includes the assets of the Eldorado Lumber Co., 
which controlled the railway. 


St. Louis & San Francisco.—The Guaranty Trust Company, 
New York, is offering at par and interest 5 per cent. equip- 
ment trust series S notes of October 1, 1911, being part of an 
authorized and outstanding issue of $1,776,000. The notes are 
secured on, 500 refrigerator cars, 55 passenger cars and 32 
locomotives. The same bankers are offering at par and inter- 
est 5 per cent. equipment trust series B notes of September 
15, 1911, of the New Orleans, Texas & Mexico. These notes 
are guaranteed, principal and interest, by the St. Louis & San 
Francisco and the amount authorized and outstanding is 
$1,344,000. They are secured on 1,250 freight cars and 4 gaso- 
lene motor cars. These two issues are the same notes that 
were sold to Speyer & Company, New York, last month. 
(August 18, page 358.) 


St. Louts SouTHWESTERN.—Middendorf, Williams & Co., Bal- 
timore, Md., who have been asking proxies in the name of 
R. Lancaster Williams, of their firm, and George F. Taylor for 
use at the annual meeting on October 3, have given out a 
statement in part as follows: “This movement is not intended 
to be a fight on the present management of the St. Louis South- 
western. Those interested in the movement are substantial 
holders of the securities of the company, and believe that its 
prosperity will be better promoted by having representation on 
the board by the minority interests in the property.” 

It was in R. Lancaster Williams’ name that proxies were 
solicited for the Missouri Pacific annual election just before 
the appointment of President Bush. 


SOMERSET RatLway.—This subsidiary of the Boston & Maine, 
which operates 94 miles of road, the main line running from 
Portland, Me., to Kineo Station, 91 miles, earned gross in 
1911, $342,777, as against $330,064 in 1910. ‘Total operating 
expenses amounted to $253,018 last year, as against $253,003 
the year before. After the payment of taxes and fixed charges 
there was a deficit for the year of $48,783, as against $53,976 
in 1910. The ton mileage of freight last year totaled 8,983,- 
512, as against 9,056,553; the average haul being 29.7 miles 
in 1911 and 28.7 miles in 1910. The average revenue per ton 
per mile for this company was 2.497 cents in 1911, and 2.356 
cents in 1910. Passenger mileage last year totaled 3,484,942, 
as against 3,439,329 the year before; and the average rev- 
enue per passenger per mile was 2.96 cents last year and 2.97 
cents the year before. Of the total 302,187 tons of freight 
hauled in 1911, 120,498 tons was manufacturers, which included 
90,064 of wood pulp, and products of forests furnished a ton- 
nage of 93,073. The following table gives the expense account: 


1911. 1910. 
Maintenance of way and structures...... $82,166 $75,377 
Mairtenance of equipment.............. 57,947 54,046 
ANGEC WEOPNBES. os bcc esd seeesbone 1,168 1,869 
Transportation expenses ..........ssee0e 104,005 113,600 


The average train load last year was 113 tons, as against 
105 tons the year before. 


SoUTHERN Paciric.—The company has decided not to issue new 
stock certificates with dividend coupons attached, but to pay 
future dividends by check to the registered owner, as is done 
in the case of nearly all other railway stocks. 


Wuee.inc & LAKE Erte.—See comments elsewhere in this issue 
on the annual report for the fiscal year ended June 30, 1911. 








